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Outlook for Steel 


F ROM the consumer's point of view there is more in 

terest in the latest Monthly Statistical Bulletin of the 
British Iron & Steel Federation than in the recently-issued 
report of the Iron & Steel Corporation, which is mainly a 
factual record of events in the seven and a half months 
from nationalisation up to September 30 last. The 
Bulletin, on the other hand, deals in some detail with the 
outlook for steel. and estimates that in the current 
a total supply higher by about a million ingot tons than in 
1951 is in prospect. This level of deliveries is stated to 
represent a substantial advance over anything which the 
consuming industries have previously experienced in time 
of peace. If properly utilised it could provide the basis fo. 
a very considerable expansion in the output of the metal- 
using industries, but the Bulletin sees reason to fear that 
full benefit may not be derived because of the way in which 
the steel allocation scheme operates. Experience has sug 
gested that the attempt to control the economy by alloca- 
tion of raw materials frequently results in the inefficient 
use of available resources, and signs are seen that the 
allocation scheme leads to an unbalanced distribution of 


Veal 


supplies, with an accumulation of stocks in consumers’ 
hands. These misgivings, in conjunction with higher pro- 


duction and evidence of greater efficiency in the use of 
steel by consumers, are solid grounds on which to base 
reconsideration of steel rationing. They must be con- 
sidered in relation to the practicable expansion of the in- 
dustry in future years, and the fact that proposals for de- 
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velopment in 1952 made by companies of the Iron & Steel 
Corporation have not been allowed in fuil because 
of restrictions on capital investment. The Corporation, 
which retained profits of £7,791,576 in 1951, estimates that 
an annual capital investment of £60 million is required and 
foresees the necessity of borrowing from outside sources. 
Railway difficulties arising from shortage of steel for per- 
manent way and rolling stock renewals have been ventilated 
On Many occasions and were particularised in the B.T.C. 
report for 1951, summarised in our July 18 issue. Strenuous 
efforts to reduce the number of wagons out of service for 
repairs enabled the best use to be made of existing stock, 
and incidentally earned for the railways a tribute from the 
British Iron & Steel Federation for their service to the steel 
industry in distributing its output. 


Mr. C. B. Collett 
HE earlier years on the Great Western Railway of 
Charles Benjamin Collett, Chief Mechanical Engineer 
from 1922 to 1941, whose death is recorded in our personal 
columns this week, were spent under the tutelage of William 
Dean and G. J. Churchward; it was mainly Churchward’s 
ideas that were developed by Collett, but the succession of 
five chiefs at Swindon in just over a century, starting from 
Gooch in 1837, resulted in a remarkable continuity in loco- 
motive design. Fifty years ago, Churchward was experi- 
menting with the then unusual boiler pressures of the order 
of 225 lb. per sq. in. and with the long valve travels 
exemplified in his “ Star ” class 4-6-Os of 1906; their main 
features were embodied in an enlarged form by Collett in 
his “ Castle * class in 1923, claimed, probably with justifica- 
tion, to have exercised a wider influence on British locomo- 
tive practice than any other type; and the “ Kings,” four 
years later, were a further development. In Collett’s reign 
at Swindon, locomotive running was kept under the control 
of the Chief Mechanical Engineer instead of being separated 
or merged with the Operating Department as on other 
British railways. He developed Churchward’s standardisa- 
tion policy, and also had the task of consolidating with the 
G.W.R. stock the locomotives and rolling stock taken over 
on absorption of the Welsh companies in 1923, besides 
rationalising works procedure. Collett was active in the 
extension of automatic train control equipment, all G.W.R. 
main lines being so equipped by the end of 1931. 


Nigerian Transport Corporations 
HE Nigerian Government has decided in principle to 
establish an autonomous statutory corporation to take 
over the Nigerian Railway. It is considering, in the light 
of the legislative and financial measures required, the report 
of a working party which has made a preliminary survey 
of the problems involved. Similarly, a separate authority is 
to be created to take over the railway-owned ports of Apapa 
(Lagos) and Port Harcourt, and its General Manager has 
ilready been appointed, as reported in our Personal columns 
this week. He will plan the organisation of the port 
i1uthority and draft the necessary legislation. The 
announcement that Nigeria is to set up corporations to 
run public utilities is of particular interest in view of the 
decision by New Zealand to transfer the working of the 
railways to a corporation, as advocated by a Roval Com- 
mission. Of the two major Nigerian ports wt hich will come 
under the port authority’s control, Apapa is the more 
important and is the main gateway of the colony. In 
1950-51 it handled 455,083 tons of imports and exports, 
80,000 tons,.more than the planned capacity of the existing 
four transit sheds. Considerable developments are taking 
place there; the number of berths will be increased, four 
more transit sheds erected, and rail and road approaches 
and handling facilities improved. 


Export of Railway Material 
OMPARISON of export of railway material by years 
is vitiated by factors governing fulfilment of export 


orders, such as the availability of steel. Six months, how- 
ever, is a period which allows of a truer comparison. The 
c 
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Trade & Navigation Accounts for June show that for the 
first halves of 1950-51-52 locomotive exports from the 
United Kingdom rose in quantity (17,000 to 21,000 total 
tonnage) and in value (£4 to £6 million). The proportion 
of steam loconiotives did not change much: 160 out of 
440 in the first six months of 1950, and 198 out of 342 in 
the current year. The progress of passenger vehicle exports 
was not so uniform; the total tonnage fell from some 5,400 
for January-June, 1950, to 5,100, and then rose to 6,200 
for the first half of 1952, but the respective tota! values 
increased from £1°85 to £1-86 and £2-4 million. The ton- 
nages of wagons exported in January-June were some 
45,000, 24,000 and 32.000 respectively for the three years. 
The exports of other railway material fluctuated; but the 
total value of these exports in the first half of 1952 was 
£4°4 million compared with £3-7 million last year and £4°1 
million for January-June, 1950. There was great variation 
in the exports to different countries. In view of the im- 
portance of some new inarkets, it would help if the Trade 
& Navigation Accounts specified some of those described 
as “ other Commonwealth ” and “* other foreign countries.” 


Business Service [mprovements in Winter Timetables 
TEPS have been taken in the forthcoming winter time- 
tables. some details of which are given elsewhere, to 
meet the demand for earlier express departures from 
London and provincial centres, so that travellers can have 
more time for business at their destinations and still return 
home the same night. The new Leeds and Bradford train 
from Kings Cross at 8 a.m. will permit some time for 
business before lunch, with a Leeds arrival at 11.31, but 
the arrivals of the Liverpool and Manchester portions ol} 
the 8 a.m. from Euston, timed for 11.58 at both places. 
border on the opening convivialities of the protracted 
lunch hour for which a visitor from London often pro- 
vides the excuse. The same applies to the 8 a.m. from 
Manchester, reaching Euston at noon, but this service has 
already been welcomed in the Manchester press and is a 
great improvement on the present 8.20 a.m. up, with its 
12.55 p.m. arrival. It is probable, however, that earlier 
departures than these would not dismay the business in- 
terests which have sought such facilities. The present 
8.45 a.m. from Euston to Manchester will leave at 8.30 
and convey Liverpool portion. On the Eastern Region 
the new up service is in the evening, leaving Leeds at 
6.10 p.m., Bradford at 6.33 p.m., and reaching Kings Cross 
at 10.5 p.m 


A Lesson to be Heeded 
Wt have already commented, in our July 25 issue, on 
the circumstances brought out by Brigadier C. A. 
Langley’s report on the collapse of the flooring of the foot 
bridge at Knowsley Street Station, Bury. on January 19. 
1952, which not unnaturally aroused widespread interest 
A summary of the report, in which certain facts make far 
from agreeable reading, appears in this issue. The public 
had every justification for feeling uneasy when the acci- 
dent became known and for wondering whether there were 
other railway structures in a neglected and untrustworthy) 
state. There was some tendency to blame the station- 
master for allowing so many persons to assemble on the 
bridge, but, as the report shows, had it been in prope! 
order even more could have stood there without risk. The 
best one can hope is that the lessons of this very unusual 
calamity have been well learned and will not fail to be 
kept constantly in mind by all concerned with this class 
of work in future, and it is satisfactory to see that the 
report gives every encouragement for doing so. 


Mile-a-Minute Schedules 


ERY gradually, runs booked at over 60 m.p.h. from 
start to stop are beginning to reappear in British time- 
tables. It could hardly be claimed that Great Britain is 
unused to such schedules, seeing that in 1939 there were 
116 of them daily, making up a total of 12,016 miles. Until 
now, the restoration is limited to eight start-to-stop runs 
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each day in from 42 to 44 min. over the 44-1 miles between 
Darlington and York, North Eastern Region, and one 
the first on record on Southern Region metals—over thie 
83-8 miles from Waterloo to Salisbury in 83 min. Fro 
all accounts, the latter is not being maintained as easily as 
might have been expected with “ Merchant Navy ” Pacific 
seeing that even a “Schools” 4-4-0 made the same ru 
with a nine-coach train in the year 1939 in 74 min. net: 
little attempt seems to have been made by the Pacific 
drivers to regain small amounts of time lost by permane 
way checks. But anything lost by the London crews h 
been more than recovered later, as the result of the remar 
able handling of the same engines by Salisbury engii 
crews. On at least two occasions, with eleven-coach loads, 
the 75-8 miles from Salisbury to Sidmouth Junction, no 
withstanding the extremely steep gradients, have been rt 
in 724 and 73 min.—7 


7 to 7} min. less than schedule—ai 
the * Atlantic Coast Express” has thus been brought into 
Exeter Central on time. 


Longitudinal Concrete Sleepers 


FTER a lapse of more than a century the monolithic 
4 block is again being used to support the rails of a rail- 
way, though today it is not of stone but of reinforced 
concrete and in a longitudinal form reminiscent of the 
longitudinal timbers of Brunel’s broad-gauge track. This 
new type of track, described elsewhere in this issue, is the 
invention of M. Laval, a District Engineer of the French 
National Railways. It consists essentially of two rows of 
blocks each 4 ft. 3 in. long, 2 ft. 34 in. wide and 64 in 
deep. Between each block and the next in the row is an 
-in. gap, in which a tie-bar maintains correct gauge be 
tween the rails and also their | in 20 cant. Standard 
S.N.C.F. fittings are used to secure the rails to the tie- 
bars and the blocks, with the aid of foundation bolts to 
hold the spring clips in the latter case. These clips and 
the standard rubber sole-pads provide controlled vertical 
elasticity in an otherwise very heavy and rigid track. The 
blocks alone weigh about 900 Ib. per yd. of track, and the 
combined width of the two blocks, 4 ft. 7 in., gives a large 
bearing surface on the ballast. So satisfactory is this track 
roving that by the end of this year some six miles of 
main or secondary line will be laid with it. 


N 


A Diesel Trial on the Norfolk & Western 
i snnouncement, made in our overseas columns this 
eek, that the Norfolk & Western Railroad is to test 
. diesel-electric locomotive, is of the greater interest in 
vat this system hitherto has been alone among major 
American railways in setting its face resolutely against 
diesel Operation in any form. The Norfolk & Western 
boasts the most economical operation with steam, and with 
the greatest continuous availability yet known in the U.S.A. 
The only time during which diesel locomotives have 
operated over N. & W. metals was when a coal dispute 
some years ago caused acute shortage of fuel. Some 
Southern Railway passenger trains normally handled by 
N. & W. “J” class 4-8-4 locomotives over 203 miles of 
the latter’s territory between Lynchburg and Bristol then 
were worked through by Southern diesels, but without any 
effect on N. & W. motive power policy. The reason for 
the forthcoming test is that an experimental N. & W. 
steam-electric unit is now under construction, with a water- 
tube boiler carrying twice the pressure used in a conven 
tional locomotive boiler, and the N. & W. desires to have 
accurate figures concerning the relative economy and haul- 
age capacity of its own standard steam locomotives, the 
latest diesel power, and the new steam-electric locomotive. 


Locomotive Driving Methods 


! is not unusual for enginemen to run a locomotive with 

a partially closed regulator and at an increased rate of 
cut-off. Under such circumstances, steamchest pressures 
are reduced by throttling, and for any given power the cut- 
off is lengthened and the number of expansions thereby 
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reduced. This would presumably mean that cylinder 
efliciencies would be diminished. On the other hand, it is 
frequently found that some engines run more easily at 
relatively late cut-offs, probably due to more even pressures 
on the pistons, there being less difference between initial 
and mean steam pressures. This, in turn, may be expected 
to influence to a greater or less extent the power absorbed 
by the mechanical parts of the engine, thereby improving 
mechanical efficiencies, thus tending to minimise the effect 
of any thermodynamic losses when the power at the draw- 
bar is considered as against that developed in the cylinders. 
This phase of locomotive working is discussed in an article 
published elsewhere in this issue, which draws attention to 
the theoretical and practical aspects of the subject. The 
eflect of boiler performance, combined with cylinder and 
machine efficiencies, is seen to influence the overall 
performance of the locomotive when the fuel used for 
drawbar horsepower is taken into account. 


Moderation in the T.U.C. 


WELCOME tone of moderation and a sense of 
responsibility is shown in the economic report of 
the General Council of the Trades Union Congress which, 
if implemented in practice, would augur well for the 
future of industrial relations and even for the national 
economy. This would be so especially if they were to 
result in the wages restraint which, though not advo- 
cated specifically, would be a logical consequence of fol- 
lowing the council’s recommendations. The report is to 
be presented to the meeting of the Congress next week. 
The most important section is that dealing with wages. 
The report was prepared after the appeal for moderation 
in wage claims made last May by the Chancellor of the 
Exchequer, Mr. R. A. Butler. It stresses the danger of 
wage increases that will increase the cost of exports, and 
shows signs of conscientious study of the problems 
inherent in increasing productivity. 

There is no unqualified support of wages restraint. The 
fact that higher costs may so force up the prices of 
exports as to make them unsaleable does not, it is said, 
‘imply that a solution is to be sought at the expense ol 
the accepted methods of wage determination. . . Any 
attempt at interference with existing machinery would 
threaten the foundations of industrial peace, and there- 
with the hope of continued national recovery.” Nor does 
it follow, says the report, when the prices of the necessities 
of life are rising, that wage earners, and particularly 
those “whose incomes are not high enough to enable 
them to make ends meet,” are not justified in seeking wage 
increases. Action by the trades unions alone cannot 
solve national economic problems: “ We insist that the 
Government shall shoulder their share of responsibility.” 
Of fundamental importance in this respect is the restora- 
tion of reasonable stability in the domestic price level, 
“for upon this will depend the ability of working people 
to make full contribution to a solution of our difficulties.” 
The T.U.C. General Council, which has borne in mind 
the basic aims of the trade union movement of maintain- 
ing full employment and living standards, ** must empha- 
sise that trade unionists cannot contract out of the diffi- 
culties facing the community. These dangers threaten 
everyone. The trade union movement has a vital respon- 
sibility to ensure that by its own actions it does not worsen 
a precarious situation.” 

The authority of the General Council may not be 
enough to ensure acceptance of the report by the con- 
stituent unions. Many union leaders still may be tempted 
to try to secure for their members the transitory benefits 
of wage increases. On the railways alone, even as the 
Chancellor was appealing for wages restraint in May, the 
three railway unions, the National Union of Railwaymen, 
the Associated Society of Locomotive Engineers & Fire- 
tnen and the Transport Salaried Staffs Association, lodged 
a wage claim based on the increased cost of living, which 
is due for arbitration in October; and a claim by railway 
shopmen has been rejected by the Industrial Court. The 
N.U.R. condemns the T.U.C. report in an editorial article 
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in last week’s issue of the N.U.R. official organ The Rail- 
way Review. The T.U.C., it is said, has “not yet pro- 
perly considered the real causes of our economic diffi- 
culties, and, more, have not yet begun to face squarely the 
lessons which that consideration will produce.” Wages 
restraint is rejected mainly on the ground that the lower- 
paid workers “legitimately have a claim to higher wages 
to be able to offset the cost of living rise,” and the neces- 
sity is stressed of differentials for skill, which mean higher 
wages for higher-paid operatives. So far from deprecating 
wage increases in the export industries, The Railway 
Review accepts them as an attraction to the skilled labour 
needed in those industries. In the matter of wages the 
T.U.C. is accused—it is not stated how this applies to 
wages restraint—of favouring free enterprise: “So long 
as we have free enterprise in the matter of wages so long 
will we be further from the day when we can organise, 
plan and accomplish a stable economy.” This unequi- 
vocal opposition to counsels of moderation in industrial 
relations is in disturbing contrast to the attitude of the 
T.U.C. and to the recently declared policy of the Labour 
Party. 


Railway Fares Revision 
a our last week’s issue we referred to the revision of 
railway fares which will become effective next Monday, 
and to the Government intervention in April last, when 
the then Minister vetoed the increases in fares outside the 
London area envisaged in the Passenger Charges Scheme, 
1952 

Since the Transport Act of 1947 made the various under- 
takings of the British Transport Commission a single 
financial entity and placed the responsibility for promoting 
charges schemes on the Commission, it follows that both 
credit and criticism flow to that body: but it should be 
made clear that, far from British Railways or the London 
lransport Executive being reluctant followers of the Com- 
mission’s charging policy, both Executives quite properly 
took a large part in the formation of a policy of which they 
both approved. This does not weaken of course our oft- 
repeated argument that in future the responsibility for 
charges should lie with the Executives or any central 
nanagement that may be set up. 

[wo considerations were paramount: first of all, 
receipts were needed from passenger business; 
the desire to ensure that the system of passenger fares 
was fair and eflicient. The financial background simply was 
that the expenses of operation, mainly because of increased 
cost of materials and wages, had risen beyond the range of 
iny possible economies. There was no large potential of 
tratlic to be tapped by an all-round reduction in fares, 
and the only course open was to seek increased receipts 
through higher charges. The railways and the L.T.E. are 
fundamentally commercial undertakings, and in following 
this price-fixing policy they were doing what any other 
business concern would have done in similar circumstances. 

The broad trend of change in the system of charging 
is very easily lost sight of beneath the millions of changes 
in individual fares and season ticket rates which accompany 
any major revision. It is well to remember that the fares 
system in this country has been the subject of constant 
evolution, and a developing process which constantly 
adopts new features to meet changing economic and com- 
mercial circumstances. In every such review it is necessary 
to take stock, so as to establish justified experiments and 
to cut out dead wood. This happened on a number of 
occasions in the nineteenth century: it happened in 1928, 
with the fares of the amalgamated companies: and it hap- 
pened in 1950, with the assimilation of changes in the 
London Area. Such a periodical review was overdue for 
British Railways fares in 1951: and the proposals embraced 
in the Charges Scheme reflected reforms which were needed, 
irrespective of any obligations imposed by the Transport 
Act, 1947—many of which, indeed, might well have been 
made earlier, within existing charging powers, if the need 
to present a charges scheme had not ‘conditioned the time- 
table. 


more 
secondly, 
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Nyasaland Railways 


HE report of Nyasaland Railways Limited for the 
year ended December 31, 1951, received from Mr. 
W. M. Codrington, Chairman & Managing Director, 
draws attention to the steady annual increase in goods 
tonnage, and to a decrease of I1 per cent. in passenger 
journeys caused by a falling off in travel by Africans but 
offset by fare increases at the beginning of the year. Pro- 
vision for renewals this year is £77,273 against last 
year’s figure of £63,843. The report emphasises that this 
provision must grow as it is based on the historical cost 
of equipment, and provision must be made whenever pos- 
sible for replacing assets acquired at much lower prewar 
prices, for which latter purpose £27,885 has been pro- 
vided against £3,757 last year. Besides the dividends 
received from the subsidiary company, the Central Africa 
Railway, amounting to £21,000, the earnings of the Zam- 
besi Bridge and its South Approach amounted to £51,297 
and £5,972 respectively. After paying the interest on 
the 34 per cent. first debenture stock, the sum of £63,775 
remains for interest on the new 5 per cent. consolidated 
income debenture stock which is equivalent to a payment 
of 2 per cent. 
The following are some of the principal results of 
working the Nyasaland Railways, excluding its subsidiary 
the Central African Railway Company:— 


1950 1951 
Goods tonnage (railway) _ — ; ; 208,394 228,671 
Passenger journeys (railway) ... 322,172 285,266 
£ £ 
Goods receipts ... ne = 375,694 446,233 
Livestock and vehicle receipts 2,020 3,236 
Passenger receipts e eee = 56,367 74,209 
Baggage and parcel receipts ... ; be a 6,758 12,917 
Gross receipts (including road and lake services) .. 473,499 583,594 
Working expenses (including road and lake services) 400,027 458,240 


Work proceeded on rebuilding the locomotive, carriage, 
and wagon workshops at Limbe, which it is hoped to 
complete early in 1953. The new station at Port Herald 
was opened for traffic at the end of the year. More per- 
manent houses for European, Asian, and African staff 
were completed, and building of a school for African 
employees’ children was started. The delivery of two 
diesel railcars was further delayed, and it probably will 
not be possible to ship these until the middle of 1953. New 
African passenger coaches duly arrived. The provision 
of rolling stock, within the limits set by prudent finance, 
is stated to be constantly under consideration by the 
Board, which decided, during the course of the year, to 
place orders for a further 30 covered bogie wagons and 
five tank cars. 

Development of the 


lake 


service continued; the new 
vessel, I/ala I/1, sailed on her maiden voyage in June, 
1951. Provision of the lake services, on which nearly 


£350,000 of capital has been expended, must be regarded 
as a long term development project which cannot be 
expected to become remunerative for some years.  In- 
creased revenue from the service was more than offset by 
an increase in operating expenditure. The loss on the lake 
service after providing for depreciation of the ships and 
other wasting assets, amounted to £33,557, to which must 
be added the loss of interest on capital. The future of this 
service, the report states, depends on the intensification of 
production in the districts surrounding the lake: it is 
unreasonable to saddle the railway with the heavy loss 
entailed in maintaining unremunerative services required 
by the Nyasaland Government for the development of 
the Protectorate. 2 

In general the programme of re-equipment and 
modernisation, planned .after the war, though not yet 
completed, has already y;eached the stage at which con- 
siderable benefits are derived in terms of operating 
economies, from the mofiey invested. The average weight 
of goods trains has agaisi risen; and there has again been 
a slight rise in the percentage of gross to tractive ton- 
miles. It is only by the increased operating efficiency 
made possible by the new locomotives and other plant 
now available that it has been possible to absorb some 
of the effects of constantly rising costs of labour and 
material. During the year, about three-and-a-half times 
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the tonnage of traffic carried in 1939 was moved by 
Nyasaland Railways. In recent years there has been 
fairly steady rise in the tonnage of the principal agricul 
tural exports with the exception of cotton; but a certa 
hesitation in commodity prices, and the fact that last ye 
there was still an unfavourable trade balance of soi 
£800,000, seem to indicate that after a period of acti 
capital investment and high consumption, the system m 
be entering on a period of consolidation rather then 
accelerated progress. Meanwhile, since the end of the 
year under review, traffics on the whole have been weil 
maintained and receipts show a modest increase. 


= 


a 


British Transport Commission Traffic Receipts 
HE slight increase over 1951 in British Railways passen- 
ger receipts for Period 8, the four weeks to August 10, 
may well have been caused by increased excursion business. 
The new ordinary fare, double the single, which takes the 
place of the former monthly return as far as the bulk of 
holiday (other than cheap day) traffic is concerned, is some 
3 per cent. less than the old monthly fare. No analysis of 
passenger journeys during the peak travel season will be 
available for some weeks; earlier in the summer, there were 
indications of increased use of cheap-day facilities with 
some decrease in full-fare journeys, which may point to 
a loss of traffic to the motorcoach in the case of medium- 
and long-distance holiday travel. 


Four weeks to 


Aggregate for 
August 10 


32 weeks 
Incr. or | Incr. or 
decr. decr 
1952 1951 1952 1951 


£000 £000 £000 £000 £000 £000 
British Railways— 





Passengers a oso] 03,732 | 13,595 137 69,045 66,942 + 2,103 
Parcels, etc., by passen- 
ger train ook ssn) eee | eee 180 21,550 20,020 |+ 1,530 
Merchandise & livestock 6,404 6,627 223 63,624 59,496 4,128 
Minerals yas . 2,754 2,485 269 25,232 21,596 3,636 
Coal & coke 6,137 5,769 368 61,344 54,365 6,979 
31,806 31,075 731 240,795 222,419 18,376 
British Road Services 5,047 5,503 456 46,624 46,031 593 
Road Possenger Transport : 
Provincial & Scottish 
Buses, coaches & trolley- 
buses ... sts oc] See | 4522 483 28,902 26,267 2,635 
London Transport 
Railways 1,410 1,240 170 10,927 9,858 1,069 
Buses & coaches .-| 3,285 | 2,754 531 23,802 20,406 3,396 
Trolleybuses & trams 714 725 a 5,907 5,994 87 
5,409 4,719 690 40,636 36,258 4,378 
Inland Waterways 
; ree ~ 64 63 ! 589 524 65 
eight charges, etc. ... 87 88 ! 762 666 96 
151 151 Nil 1,351 1,190 161 
Total .. 47,418 45,970 1,448 358,208 332,165 26,143 


London Transport results for Period 8 were the same (to 
the nearest £10,000) as for the preceding period, 
with little change in each of the three groups: railways, 
buses and coaches, and trolleybuses and trams. Receipts 
for the last of these were £714,000 for Period 8, against 
£767,000 for Period 7, for which the explanation is largely 
the withdrawal of the remaining tram services on July 5, 
a week before the end of Period 7. Even so, trolleybus 
takings in Period 8 were only slightly less than the £725,000 
from trams and trolleybuses for the corresponding period 
of last year. Both the railway and the bus and coach 
receipts were well above those for Period 8 of 1951. 

The most disturbing feature of receipts for this period 
is the decline in British Railways merchandise and live- 
stock receipts, which were £6,404,000, against £7.928,000 
for the preceding period: they also show an absolute de- 
cline against Period 8 of last year (£6,627,000), when rates 
were some 10 per cent. higher. Allowance must be made 
for the August bank holiday in comparison with Period 7, 
but the very considerable drop requires further explana- 
tion—doubtless the recession in some industries which 
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seems also to have affected British Road Services; another 
factor may be annual holidays other than the bank holiday. 
Mineral receipts were 10-8 per cent. above those for the cor- 
responding period of 1951, which shows a slight increase 
in ton-mileage in the light of the rate increase in January. 
Coal receipts for Period 8 were 6:3 per cent. above last 
year’s, which shows a fall in ton-mileage due, perhaps, to 
. resumption of the prewar pattern of short hauls to ports. 
[he decrease compared with Period 7 seems to have been 
caused not only by the bank holiday, but also by the 
elfect on pit output of annual holidays. 

PERCENTAGE VARIATION 1952 COMPARED WITH 195! 


Fourweeks 32 weeks to 


August 10 August 10 
British Railways 
Passengers 1-0 3-1 
Parcels ... ae sa 6-9 7-6 
Merchandise & livestock 3°3 6-9 
Minerals Pee i ihe ine igi 10-8 16:8 
Coal & coke ... ve oa as es 6:3 12-8 
- Total 2:3 8-2 
British Road Services 8-2 1-2 
Road Passenger Transport ... aa <a col 10-6 10-0 
London Transport 
Railways ia ‘oki de ea ae 13-7 10-8 
Buses & coaches ae “i ws pa 19-2 16-6 
Trolleybuses & trams nae — see 1-5 1-4 
Total... Ene s _ 14-6 12-0 
Inland Waterways ... ae staid nee aie 13-5 
Aggregate Gu iv or 3-1 + 7-8 


The Netherlands Railways in 1951 

HE financial results of the Netherlands Railways for 

operations during 1951 are contained in an attrac- 
tively-produced annual report of forty pages, the text of 
which is amplified by twelve statistical appendices and, 
by way of innovation, illustrated by a number of photo- 
graphs and diagrams. The whole volume is designed on 
lines made familiar by the reports of the leading railway 
undertakings in North America, where railway operations 
are regarded as being of vital interest not only to share- 
holders but to a wider public and, indeed, to the nation at 
large. A very clear map of the Netherlands Railways net- 
work is included as a loose supplement. The report men- 
tions, with justifiable satisfaction, that the year closed 
with a profit of 99,696 guilders (10-6 guilders=£1) which 
compares with a profit of 1-4 million guilders in 1950. 
While the total receipts reached a new record of 331°9 
millions, the increase of 14-7 millions was absorbed by an 
increase of 16 millions in expenditure which, including 
depreciation and interest charges, amounted to 331-8 mil- 
lions. 

The most important feature of the financial position was 
the agreement reached with the Government in November 
last regarding capital allocation for reconstruction and 
compensation for losses sustained by the railway system 
during the war period. While this is satisfactory in itself, 
the basis of compensation is less than was originally ex- 
pected. Claims amounting to 709 million guilders had been 
lodged in respect of war and occupation damage, but the 
State has undertaken to take responsibility for only 324 
millions. Although the report states that this settlement 
will delay achievement of the modernisation programme 
now in hand, the administration has felt compelled: to accept 
the agreed compensation figure, having regard to the finan- 
cial position of the nation as a whole. The difference 
between the amounts claimed and compensation received 
has been met from the reserve fund for restoration of 
rolling stock, maintenance and renewals, and a special fund 
created in 1950. As a result of this arrangement, the share 
capital of 10 million guilders has been increased to 300 
millions, the increase being taken up by the State. 

A new feature in the presentation of the accounts for 
1951 is that an expenditure of 324 million guilders in re- 
spect of track maintenance has been included in operational 
expenditure, whereas hitherto this expenditure has been 
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met from depreciation; the reason for this change is stated 
to be that it will make a clearer distinction between the two 
items. The total operating expenditure therefore shows 
a substantial increase (277:2 millions against 230-5 millions 
in 1950) while depreciation was reduced from 71-3 millions 
to 48-1 millions. There were increases in labour costs 
(128 millions in 1951 against 119-8 millions) due to autho- 
rised advances in rates of pay, despite the fact that the 
staff was still further reduced in the course of the year 
by 1,304 to 35,118. Fuel and electricity costs rose by more 
than 20 per cent. from 40-5 millions to 49-3 millions, but 
the economies brought about by the changeover to electric 
traction were sufficient to meet the increased fuel and 
power required for the additional 3:3 per cent. train- 
kilometres performed. 

Much of the text in the report is devoted to the progress 
of the electrification programme; a further 149 km. of 
route were opened for electric working during 1951, and 
it is expected that the last section of the programme, the 
Arnhem-Deventer-Zwolle line, will be completed in May, 
1953. The electrified routes at the end of 1951 totalled 
1,048 km. (651 miles), or 32:7 per cent. of the total of 
3,210 km. (1,995 miles). This has led to a substantial 
saving in coal consumption, as the power stations consume 
only 17,000 (metric) tons of coal to supply electric traction 
needs, whereas to maintain the same train services with 
steam locomotives would require 60,000 tons. Some statis- 
tical and financial details of operations during the year are 
tabulated in the comparative table below: - 





_ Unit | 1948 1949 | 1950 1951 

Passenger train-km. Millions 32-0 35-6 39-1 39-8 

Number of passengers . Millions 177-6 166-6 158-4 156-8 

Passenger km. ... as Millions 6,839 6,478 6,228 6,291 

Freight train-km. ae Millions 12-8 13-7 15-0 16-1 

Freight traffic conveyed Million 18-5 19-9 21-2 22-6 
tons 

Net ton-km. — ec ... Millions 2,541 2,787 3,016 3,256 

Revenue from passenger traffic Million 188-9 173-4 181-4 184-8 
guilders 

Revenue from freight traffic Million 86-5 96-6 119-5 128-9 
guilders 

Gross revenue from traffic Million 284-7 279-7 311-2 326-0 
guilders 

Operating expenditure Million 213-0 214-1 230-5 277-2 
guilders 


The new-type passenger rolling-stock with compartments 
and side corridors delivered during the year was placed in 
service on long-distance internal routes, such as Amster- 
dam and Rotterdam-Maastricht, freeing diesel-electric 
multiple-unit stock for use in the outlying non-electrified 
lines. Three new. or reconditioned freight marshalling 
yards were brought into use during the year, enabling faster 
freight train schedules to be introduced. 

The report goes into some detail regarding the relative 
position of the railway compared with other forms of trans- 
port in the Netherlands. While the proportion of the total 
inland freight tonnage conveyed by rail has tended to 
diminish slightly (17:3 per cent. in 1938, 15-5 per cent. in 
1950 and 15:2 per cent. in 1951), the proportion conveyed 
by inland waterway has declined still further (46:3 pei 
cent. in 1938, 38°4 per cent. in 1950 and 37-7 per cent. in 
1951); both have lost the major part of the increased total 
tonnage to road transport, the share of which has increase: 
from 36-4 per cent. in 1938 to 47:1 per cent. in 1951. In 
passenger traffic, the railways are subject to continued com- 
petition from privately-owned vehicles. 

During 1951, the rolling stock position was still further 
improved by the purchase of 46 traction units, 66 passen- 
ger or composite restaurant car-baggage vehicles, 16 electric 
4-car unts, 21 electric 2-car units, and over 1,200 freight 
vehicles of various types. With the financial settlement of 
the war damage claims, the last traces of devastation sus- 
tained by the railways in the course of hostilities in the 
Netherlands can be said to have been made good; under 
the energetic management of the President, Mr. F. Q. den 
Hollander, the officers and staff of the Netherlands Rail- 
ways can look back upon 1951 as a year of no small 
achievement in providing their country with a railway 
system which is a model of enterprise and efficiency. 
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LETTERS TO 


THE RAILWAY GAZETTE 


August 29, 1952 


THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


Economies from Standardisation 
July 29 

SirR,—I notice from an editorial article in your July 18 
issue that you, in common with most others outside British 
Railways who have recently felt impelled to discuss that 
system’s ills, assume that large economies are resulting from 
locomotive standardisation. Proof of this would be wel- 
comed, not least by the many railwaymen who fear they 
have good reason to doubt it. What they have seen at close 
quarters in the last few years is a prodigious labour culmi- 
nating in the introduction of a number of locomotive types 
owing much to the past and nothing to the future. 

However, be the merits of steam locomotive standardisa- 
tion as they may, it remains clear that in five years the Rail- 
way Executive has interested itself in nothing but steam 
power; even experiments in other fields were legacies from 
the former companies of the products of outside firms. The 
only real promise of a move away from steam power—for 
shunting—is merely the policy of the companies, delayed 
by the exhausting procedure familiar to those who have 
suffered in the cause of gaining Railway Executive approval 
of any project. 

One has the feeling that the present straitened condition 
of finance is seized on eagerly as an excuse to stick grimly 
to the steam locomotive, which is, after all, the only devil 
known to almost all the present occupants of Railway Execu- 
tive motive power positions. The Regions should work out 
their own individual solutions. Regional mistakes will be 
confined within Regional boundaries and their successes will 
point the way for the rest to follow to a goal which can 
never be reached by highly centralised and apparently in- 
evitably cautious design policy. 

Yours faithfully, 
M. R. THOMAS 
133a, Kilburn High Road, N.W.6 


U.S.A. Streamline Enterprise 


August 18 

Sir,—It would be interesting to know by what process 
of reasoning Mr. R. Bell, whose letter under this heading 
appeared in your August 15 issue, proves that because 
the net operating income of the Great Northern Railway, 
U.S.A., declined from $27,000,000 in 1950 to $23,000,000 
in 1951, and by a further 15 per cent. in the first five 
months of 1952, the new mid-century “Empire Builder ” 
was an “ill-timed venture.” From the tenor of the 
remainder of Mr. Bell’s letter, the assumption must be 
that this particular train is losing money. 

Examination of the current G.N.R. timetables shows 
the total daily mileage of advertised passenger trains is 
about 29,000. Of this, roughly 60 per cent. is main-line 
mileage and the remaining 40 per cent. is over branch 
lines which carry, in most cases, no more than one train in 
each direction daily, and in a few cases but one train 
every second day. In common with other American rail- 
ways, the G.N.R. operates such branch line traffic at a 
considerable loss; much of it would have been abandoned 
years ago but for the fact that permission for such aban- 
donment cannot be obtained from the State commissions 
and the Interstate Commerce Commission. 

The “Empire Builder” accounts for roughly 12 per 
cent. of the total Great Northern passenger mileage. That 
money is being lost in the operation of other G.N.R. 
passenger services, branch lines in particular, is no 
evidence whatever that this train is not being run at a 
profit. While no figures are immediately available con- 
cerning the “Empire Builder,” some figures released 
recently show the “ Capitol Limited” of the Baltimore & 
Ohio to be earning a net revenue of $3-16 a mile on its 
991-mile journey each way; the “ Afternoon Hiawatha” 
of the Milwaukee $3-75 a mile over 421 miles; the “ Hum- 
ming Bird” of the Chicago & Eastern Illinois $2:18 a 


mile over 287 miles of C. & E.L. territory; the ‘“* George 
Washington ” of the Chesapeake & Ohio $2:15 a mile over 
666 miles daily; and so on. Mr. Bell gives no evidence 
that the “Empire Builder” is any exception to this 
standard. 

It is difficult to understand why your correspondent 
makes such persistent efforts to belittle every attempt made 
by U.S.A. railways to improve the appeal of their pas- 
senger services to the public, in the face of the fiercest 
possible competition, notwithstanding all present difficulties 
and discouragements. 

Yours faithfully, 
CECIL J. ALLEN 
70, Rowlands Avenue, Hatch End 


Re-railing on the Southern Region 


August 11 

Sir,—In view of the comprehensive description of and 
editorial comment in your July 25 and August 1 issues 
on the Weedon re-railing, you might like to record a 
similar re-railing on the Southern Region after a recent 
mishap at Shawford. 

A pit was dug alongside the engine, to whose wheels 
were tied lengths of rail. Three jacks then tipped it into 
the pit where it landed upright and ready railed. A bull- 
dozer and mechanical shovel had prepared a path up the 
bank at a slope of | in 13 and the winch on the bulldozer, 
with the aid of a set of Kelbus tackle, pulled the engine 
back to the main line just 11 days after the accident. 

Yours faithfully, 
SOUTHERNER 


The Challenge of the Helicopter 


August 10 

Sir,—The fifth paragraph of “ The Scrap Heap” in your 
August 8 issue, and an article headed “ The Coming Era 
of the Helicopter,” in The Observer for August 10, by the 
Chairman of British European Airways, are a_ sharp 
reminder that the motorcoach and car are not the only 
threats to the passenger traffic of the railway. 

The plane was sure to make limited gains on routes 
where sea journeys intervened, or where long distances 
gave it superior speed opportunities for substantial reduc 
tion in journey time, but on the inland services, even with 
jet-propelled machines, the high proportion of terminal 
time, both in the air and in getting to and from airfields. 
reduced considerably the advantage of the quicker transit. 
The latest developments overcome this disadvantage of the 
fixed wing aircraft, and the 35-40 seater helicopter ‘* bus 
services’ envisaged by Lord Douglas are likely to make 
serious inroads into the express passenger business of the 
railways. Not only will the routes radiating from London 
suffer, but so also will the cross-country routes. 

Will the railways, as in the early days of road competi- 
tion, ignore this and deny its significance ? Will they cry 
for a share in the profits, or clamour for a Rail-Air Traffic 
Act on the plea that it is safer by rail and that surplus 
capacity in the air lanes is bad for the country? 

Unless a radical change in outlook has occurred—this, 
I submit, is well-nigh impossible in an atmosphere sultry 
with do-as-you-did-before—any of the foregoing is pos- 
sible. Pandora’s Box will be open all too soon but is it 
too much to hope that to the melancholy catalogue of 
closed stations and passenger-less railways will not be 
added “the passenger train service has been withdrawn 
between London, York, Newcastle, Edinburgh and Aber- 
deen. Alternative services are provided by B.E.A. and 
Scottish Omnibuses Limited. Parcels, etc., will continue to 
be dealt with at these stations.” 

Yours faithfully, 
GEO. F. THOMLINSON 
56, Stockens Green, Knebworth 
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THE SCRAP HEAP 


R.H. & D.R. Runaway Train 


{he Directors of the Romney, Hythe 
& Dymchurch Light Railway are 
making a presentation to Mr. Leslie J. 
Ashman, of Ditton, near Maidstone, the 
passenger who stopped a runaway train 
on August 11. Mr. Ashman, on his way 
to Dungeness for a day’s fishing, 
crawled along the roof of the train to 
the engine, where the driver had 
been injured after hitting his head 
against a bridge. The railway com- 
pany’s gift is a cane sea-fishing rod with 
a stainless steel casting reel. 


Last Extra 


The other day the London train had 
crowds of holidaymakers added to its 
usual contingent. The response to 
luncheon calls was exceptionally poor. 
I held out to the bitter end. . . . The 
first call was an invitation, the second a 
plea, the third it seemed was nearly a 
threat. 

The chief attendant on this particular 
train is a traditional English host, but 
a die-hard, a very Tory of a fellow in 
that he follows the principle, where 
possible, of “no change.” It was when 
| had finally settled down to my volun- 
tary hunger that I was startled to see 
him opening the door of my compart- 
ment. ‘‘ Extra last call for lunch,” he 
said. Such was the authority in his 
tone that I dared waver no longer. 
Now I know. If the press offers the 
newest of news in its Last Extra 
editions the British Railways seemingly 
presents leavings from lunch on its 
Extra Last Call—From ‘“ The Man- 
chester Guardian.” 


Strip Cartoon Advertising 


In order to profit by the popular 
appeal of strip cartoons, the North 
Eastern Region of British Railways has 
broken away from more conventional 
advertising and adopted this style as an 


experiment. Two strips of “ Notable 
Discoveries,’ one of which is repro- 
duced, are the forerunners of a series in 
which Mr., Mrs. and child always find 
in the final picture a notable railway 
facility. 


Railway Coats of Arms 

Most of the old railway companies 
simply took the arms of the principal 
cities or towns they served, tied a garter 
round them, added their name and 
called the result their coat-of-arms. In 
some cases supporters and crests were 
added as well. The Pullman Car Com- 
pany’s arms represent the four coun- 
tries comprising the United Kingdom 
to indicate the territory served by their 
cars. The old Caledonian Railway 
calmly took the Scottish lion, the two 
unicorns, the two banners and the two 
mottoes from the Royal Arms of Scot- 
land for its heraldic device. .. . 

Very few of the coats-of-arms used 
by the old railway companies were 
authorised by the College of Heralds. 
The arms of the late L.N.E.R. were an 
exception, however. Not only were 
they very beautiful and imposing, but 
they were also heraldically correct.— 
Mr. Derrick J. W. Brough in a letter to 
the “ Sunday Times.” 


Sights and Smells 

At holiday times many people 
notice things about stations which they 
entirely overlook as working travellers. 
Why does Kings Cross (like Liverpool 
Street) never lose its smell of coal dust, 
burnt oil, and stale cooking? Why is 
St. Pancras the cleanest station in 
London, not excepting the more elec- 
trified Victoria? With its airy spacious- 
ness under the single big arch, its 
smartly unique train indicators, and its 
booking hall trimmed with mock linen- 
fold panelling, it somewhat resembles 
and stands comparison with the ordered 


efficiency of prewar German provincial 
railway stations. It seems that 
Marylebone has claims. Certainly its 
red brick appears to gather little of the 
grime from the comparatively few trains 
that steam into and out of it each day. 
According to the time boards there are 
fewer than sixty departures in the 
twenty-four hours. If not the cleanest, 
surely Marylebone is the quietest of the 
London termini? Pigeons coo in its 
roof though there is no trace of less 
desirable evidence of their presence. It 
is difficult, on arrival there, to escape the 
impression that one has reached some 
rural market town, and it is a shock to 
emerge into the bustle of the Maryle- 
bone Road.—From “ The Times.” 


New Use for Old Tyres 


Old motor tyres, painted white on the 
outside, have been used to form sur- 
rounds for floral displays on the plat- 
forms at Bushey & Oxhey Station, 
L.M.R. 


Loco’ Lines— 
The Old Brigade 


Ah me, they’ve had their day, no doubt, 
And now they're pushing trucks about, 
For, in this age of quid pro quo, 

One has to pull one’s weight, or go, 
But, still, it’s more than passing hard 
To end up in a shunting yard. 


They lend an air to this drab place, 
As, with inimitable grace, 

And a nostalgic touch, perchance, 

Of long out-moded elegance, 

They spend their few remaining days 
In these utilitarian ways. 


Progress and power, unbridled jades, 

Consign tradition to the shades, 

But, what a quaint caprice of fate, 

Ironically to designate 

Posterity to bear the cost 

And never know what it has lost! 
A. B. 
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An example of the series of strip cartoon advertisements now being used by the North Eastern Region 


to publicise attractive railway facilities 
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OVERSEAS RAILWAY 


RHODESIA 
Remodelling Ndola Yard 

The sum of £120,000 is being spent on 
remodelling Ndola Yard. Ndola is an 
important depot within a few miles of 
the Congo border, and is the junction 
for stations serving the Copperbelt area. 
The expenditure has been occasioned 
by the great increase in traffic, particu- 
larly copper and coal. 


NEW ZEALAND 


Railways Corporation 

A corporation to manage the railways 
and ancillary services will be set up by 
the Government. Every endeavour will 
be made to have the legislation passed 
during the present session of Parlia- 
ment, according to a statement made 
by the Minister of Railways. 

The establishment of such a cor- 
poration was one of the main recom- 
mendations in the report of the Royal 
Commission which between March and 
June of this year inquired into the rail- 
ways. The report was the subject of an 
editorial article in our July 25 issue. 


Locomotive and Wagon Programme 

The Cabinet has approved a vote of 
£665,750 for the construction in New 
Zealand of 35 “ JA” class locomotives 
and 1,151 wagons for the Railways 
Department. It is expected that five 
locomotives and 389 wagons will be 
completed this year. Most of the work 
will be done in the Woburn shops of 
the Department near Wellington and 
some in South Island workshops. 


UNITED STATES 
Norfolk & Western Diesel Test 


The Norfolk & Western Railroad is 
to test a diesel-electric locomotive in 
freight service over its main line between 
Bluefield and North Fork, West Vir- 
ginia, which includes the steep approach 
gradients to the new Elkhorn Tunnel. 


ARGENTINA 


Winter Timetables 

The winter timetables are now in 
force on railways except the D.F. 
Sarmiento and General Belgrano, where 
the previous schedules remain in force. 
On the General San Martin Railway, 
Mendoza and San Juan are served by 
“El Cuyano” daily and “El San- 
juanino”” once a week. The _inter- 
national express to Chile, “El 
Libertador,” and “ El Zonda,” the night 
express, run twice weekly. The south 
of the province of Mendoza is served 
by “El Nihuil,” the sleeping car train, 
and the day express “ El Sur Andino.” 
“El Sierras Grandes,” the sleeping car 
train to the Cérdoba Hills, now runs 
once a week only. 

On the General Roca Railway, the 
resort of Mar del Plata is served 
by “ El Huemul” a diesel express, twice 
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weekly and two weekend expresses, as 
well as a stopping train daily. Necochea 
has three night trains and three day 
trains per week and also “ El Huemul ” 
once weekly. The Bahia Blanca line is 
served by a day express four times a 
week via Las Flores, another day train 
six times a week via Tres Arroyos, and 
a sleeping car train daily. To Zapala 
there is a sleeping car train six times a 
week, and to Bariloche there are one 
express and three stopping trains a 
week. 


MEXICO 
Diesel Maintenance 

The National Railways plan to con- 
struct repair yards in Monterrey to 
maintain and repair diesel-electric loco- 
motives, at a cost of $13,000,000 pesos 
(about $1,504,960). For minor repairs, 
a shed is to be constructed at Torreon 
(State of Coahuila) at a cost of $600,000 
pesos ($69,360); this plant will service the 
Mexico City-Ciudad Juarez main line. 
Other workshops will be constructed in 
Guadalajara and San Luis Potosi. Exist- 
ing facilities are to be extended at Dona 
Cecilia, near Tampico. 

New Rolling Stock 

Many old coaches, mostly wooden, 
some dating from 1882 and 1908, are to 
be replaced by new steel and alumi- 
nium coaches. Last year 55 coaches 
were condemned, and 84 more wooden 
coaches are now to be withdrawn, 
making a total of 139 units withdrawn. 
In the last two years 250 new coaches 
have been constructed. 


ITALY 
Single-line Bottlenecks 

At a recent timetable conference held 
at Genoa, it was pointed out that addi- 
tional trains demanded by many 
economic interests could not be intro- 
duced on main lines such as the Rome- 
Pisa-Genoa or the Genoa-Savona-Ven- 
timiglia section because of reduced line 
capacity. The Genoa-Ventimiglia line, 
96 miles, is entirely single track, while 
on the Rome-Genoa line, 311 miles, 
there is a single-track section between 
Framura, 39 miles east of Genoa, and 
Manarola, 12 miles further east, though 
sections of the Rome-Leghorn-Pisa- 
Spezia-Rapallo-Genoa line have been 
doubled in recent years. Traffic on both 
sections referred to is heavy. 


SWITZERLAND 


“ Europ ” Wagon Pool Conference 

Most of the railways of Western 
Europe were represented at the recent 
conference at Neuchatel on extending 
the “ Europ” wagon pool agreement in 
force between France and Western 
Germany, to other countries. The 
participation of other railways was a 
principal item of the agenda, which also 
included a survey of international traffic 
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relations in relation to the volume and 
nature of principal commodities and 
discussion of the types of freight 
vehicles to be included in the pool. 


Enlargement of Wagon Pool 


Delegates of the French National and 
German Federal Railways pointed out 
that the results of working with a pool 
of 10,000 wagons, to which both 
systems had contributed, were  sitis- 
factory. During the conference the 
Italian State, Luxembourg, Netherlands, 
Saar, and Swiss Federal Railways 
declared in favour of being parties to 
the “Europ” agreement, whilst the 
Danish and Swedish State were unable 
to decide, and the Austrian Federal 
Railways participation depended on the 
amount of “ Europ” and R.I.V. wagon 
hire charges. 

It was suggested that only wagons in 
the best technical condition be contri- 
buted to the pool, but that as a pre- 
liminary measure some possibly sub- 
standard wagons be admitted. As the 
average life of a wagon is 40 years, 
a number of new vehicles supplied from 
participating railways should be avail- 
able within ten years; meanwhile, steps 
should be taken to standardise spare 
parts, and repairs to pool wagons should 
be carried out as a general rule by the 
user railway. 

Control of balancing movements of 
empties in the existing “ Europ ” poo! 
is effected by the Bureau Commun du 
Pare (B.C.P.) in Paris, which also 
furnishes the data needed for accounts. 
In an enlarged “Europ” pool, the 
B.C.P. might be transferred to Berne or 
Basle. 


FRANCE 


Ballast Hopper Wagons 


To convey ballast the S.N.C.F. has 
been using two-axle hopper wagons with 
a capacity of from 10 to 17 cu. m. 
In addition to their limited capacity, 
these wagons are slow to unload, as 
their bottom doors are worked by a 
screw mechanism. 

Etablissements Arbel was commis- 
sioned to examine the possibility of 
constructing a larger capacity wagon in 
accordance with unloading § specifica- 
tions laid down by the S.N.C.F. In 
conjunction with the S.N.C.F. it de- 
signed a bogie hopper wagon and with 
a gross loaded weight of 68 tonnes, and 
a prototype was built which is now in 
service. The wagon allows discharge of 
the ballast either to one or both sides 
of the track, between the rails, or in any 
two or three of these ways simul- 
taneously. The unloading mechanism 
can be worked either by hand or by 
compressed air. 

For hand unloading there are three 
wheels geared to operate the bottom 
doors, one at each side and one in the 
centre. Each wheel has to be revolved 
five times to open fully the appropriate 
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bottom doors; the operation taking 
from seven to eight seconds. For work- 
ing by compressed air there are three 
air valves identical with the drivers’ appli- 
cation valves as used on locomotives for 
the straight air brake. Compressed air 
to work the apparatus is taken from the 
brake pipe and stored in a special tank. 
The position of each botttom door at 
any time is indicated by dials on the 
end of the wagon. 

The capacity of the wagon is 
35 cu. m. and the normal load is 45 
tonnes. The wagon is fitted with both 
an air brake and a screw brake. 


New Harbour Station at Le Havre 

The Minister of Public Works & 
Transport inaugurated the new harbour 
station for Atlantic liners at Le Havre 
on July 19. The building, replacing 
that destroyed in June, 1944, is 365 
metres long and 52 metres wide. Two 
liners, such as the Liberté and the 
Flandre, may lie alongside the quay 
and embark or land passengers at the 
same time. Because of inadequate 
financial resources the reconstruction at 
Le Havre was limited to about half of 
the complete plan. The old founda- 
tions were used to a large extent, but in 


Publications Received 


Swiss Federal Railways : Fifty Years of 
Nationalisation, Fifty Years of Service. 
Published in French and German by the 
Swiss Federal Railways General Secre- 
tariat, Berne. Gratis.—This small illus- 
trated brochure commemorates the 
jubilee of the Swiss Federal Railways, 
the subject of an editorial article in our 
issue Of May 2. The letterpress 
describes the past achievements and 
present activities of the S.F.R.; the half- 
tone illustrations, well chosen and repro- 
duced, depict inter alia passenger train 
diagrams, mechanised freight handling, 
and a station scene before (1902) and 
after (1952) electrification. 


Warerite Laminated Plastics —The use 
of Warerite materials in restaurant and 
buffet cars, other types of passenger 
rolling stock, and in refreshment rooms 
is well known. A new booklet pub- 
lished by Warerite Limited shows ap- 
plications of these plastics in the crews’ 
quarters of ships, in which their decora- 
tive qualities are used to good effect to 
provide attractive surroundings where 
space is often restricted, and their re- 
sistance to hard wear, vibration, and 
corrosion are particularly advantageous 
features. 


Electrical Control Boards——A new 
illustrated brochure published by the 
General Electric Co. Ltd. shows 
numerous examples of control boards 
supplied to meet a wide selection of cus- 
tomers’ requirements, ranging from 
power stations, substations, and float- 
ing docks to airfield control desks. The 
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part consolidation was required, includ- 
ing 265 new piles and 5,000 cu. m. of 
reinforced or pre-stressed concrete, 700 
tons of mild steel and 15,000 cu. m. of 
filling. 


ROUMANIA 
Transport and the Five-Year Plan 

Railways have been given a prominent 
place in the Roumanian five-year plan, 
1951-55. Rolling stock is to be increased 
by 30 eight-wheel railcars, 400 bogie 
coaches, 2,000 four-wheel, and 7,750 
bogie wagons. Over two hundred route- 
miles of new lines are to be built, and 
the difficult mountain section between 
Campina and Stalin (formerly Brasov), 
46 route-miles, of the Bucharest-Arad 
main line, are to be electrified. 

The plan provides for the following 
levels to be reached by the end of its last 
year: volume of goods traffic, 174 per 
cent. of the 1950 volume; ton-km., 162 
per cent.;* passenger-km., 136 per cent. 
of the 1950 total; and the cost price of 
transport, 20 per cent. lower than in 1950. 
Transport as a whole, including railways, 
roads, and inland waterways, is to attain 
170 per cent. of the 1950 total by the end 
of 1955. Road haulage is to reach 295 


individual components and meters used 
in the assembling of the boards are 
illustrated and described in the conclud- 
ing section of the booklet. All these 
items are designed for single-hole 
mounting, and include lamp and sema- 
phore type indicators for repeating the 
condition of switch gear. 


Special Purpose Steels—A _ brief de- 
scription of the methods used in the 
production of special purpose steel cast- 
ings is given in an illustrated brochure 
issued by Parker Foundry (1929) 
Limited. The firm, which since 1947 
has. been controlled by F. H. Lloyd & 
Co. Ltd., engages in the production of 
special castings up to four tons in 
weight. The castings are of varying 
carbon content, 1:5 per cent. manga- 
nese, and 1-5 per cent. Ni, Cr, Mo. 
Tabulated examples of special castings 
together with recommended uses are 
also included. 


United Steel Companies Limited—An 
illustrated report of progress during 
1951 has been issued by the United 
Steel Companies Limited for distribu- 
tion to the group’s employees. It is 
mentioned in the course of this survey 
that in addition to supplying nearly all 
the works locomotives needed by the 
group, the Yorkshire Engine Company 
also builds for many other under- 
takings and for main-line railways. A 
new development for this concern 
during the year was the construction of 
two diesel-electric units among the 22 
locomotives built in the period re- 
viewed. Among the numerous illustra- 
tionsis a diagrammatic representation of 
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per cent. of the 1950 total, and road pas- 
senger transport, 140 per cent. Inland 
shipping is to reach 167 per cent. of the 
1950 total by the end of 1955. The 
Danube-Black Sea canal, 40 miles long, 
able to carry the largest Danube vessels, 
is nearing completion. It branches 
from the Danube near Cernavoda, 93 
miles east of Bucharest, and reaches the 
Black Sea near the Cape of Midia, where 
a modern port is being built. The canal 
is intended to shorten the present 
Danube-Black Sea route. 


IRELAND 
Increased G.N.R.(I.) Rates 


On September 1 some rates and 
charges of the G.N.R(L.), County 
Donegal Joint Committee, London- 


derry & Lough Swilly Railway, Strabane 
& Letterkenny Railway, and _ Sligo 
Leitrim & Northern Counties Railway 
will be increased by about 5 per cent. 

The new scale will apply to goods and 
passengers on the G.N.R.(1.) within the 
Republic, those booked through 
between any of the abovementioned 
railways, and from any of them to 
C.L.E. stations, and to through bookings 
between the U.T.A. and C.I.E. 


what the companies spend on materials, 
salaries and delivery charges, and how 
much remains to them when all these 
liabilities have been met. 


Circular Tours in Scotland.—The cir- 
cular tours programme for 1952 issued 
by the Scottish Region extends to nearly 
100 pages and gives details of the tours 
which are being operated throughout 
Scotland this season by train, motor, 
and steamer. Features of the handy 
pocket-size booklet are many pages of 
descriptive matter and maps _illustrat- 
ing the areas covered by the various 
tours. In addition to day tours from 
the principal centres in Scotland, longer 
period tours embracing the West High- 
lands, the North of Scotland, and other 
tourist and holiday districts are listed. 
Over 42,000 circular tour tickets were 
issued at stations in Scotland during the, 
summer months last year. 


Schweizerisches Archiv fiir Verkehrs- 
wissenschaft und Verkehrspolitik. No. 
1, 1952. Zurich 3: Art. Institut Orell 
Fiissli A.G., Dietzingerstrasse 3. Price 
fr. 5.—The first issue in 1952 of the 
quarterly review of transport contains 
a study by Dr. Carl Pirath of present 
conditions and tendencies in the trans- 
port industry with special reference to 
the nature of the demand for the dif- 
ferent modes of transport. M. John 
Favre discusses the amelioration of 
railways within the framework of a 
general transport policy, and Dr. A. M. 
de Groot the significance of the study 
of prime costs in transport. There are 
the usual statistics of Swiss transport 
for the preceding quarter. 











234 


THE RAILWAY GAZETTE 


August 29, 1952 


Full versus Partial Throttle—I 


Effects of methods 


two 


of 


working on locomotive performance 


By E. C. Poultney, O.B.E., M Inst.Loco.E. 


PHASE in locomotive working 

which frequently attracts the atten- 
tion of observers on the footplate is the 
manner in which different enginemen 
manipulate the regulator or throttle. In 
certain cases, for instance, the regulator 
is fully opened and the rate of cut-off 
shortened, consistent with obtaining 
the required power; in others, a 
partially opened regulator is the rule 
and the rate of admission lengthened so 
that steamchest pressures are reduced 
by throttling and the rate of expansion 
decreased in order to obtain the requi- 
site mean effective pressures on the 
pistons for any given powers developed 
at the drawbar. 

Of these two different methods of 
operation, it is considered that a fully 
opened regulator in conjunction with 
the shortest rates of steam admission is 
the most economical, however, in view 
of the fact that locomotives are fre- 
quently worked with a partially opened 
regulator and at fairly long rates of 
admission, it is pertinent to consider the 
effect of these two methods of working 
on locomotive performance, particularly 
from the point of view of fuel and 
water consumption for the work done 
in the cylinders and at the drawbar 
between the locomotive and the train. 

Fortunately, a certain amount of data 
is available, which is interesting as indi- 
cating how the two operating methods 
may be expected to affect the economic 
performance as measured by the coal 
required per drawbar h.p. hr. and 
cylinder efficiency. Though the former 
is the all-important consideration, it 
will be desirable to examine the effect 
of throttling on cylinder conversion 
efficiency. This, while having an 
important bearing on the overall result 
is not the deciding factor as might at 
first be thought to be the case. 

In practice, three entirely different 
features, characteristic of locomotive 
working, are involved; they are what 
may be called the mechanics and the 
thermodynamics of the engines and the 
performance of the boiler and super- 
heater combined as it affects the weight 
of steam produced per unit weight of 
coal fired. As an approach to the sub- 
ject and before discussing the signifi- 
cance of the experimental data pre- 
sented, it is desirable in the first place 
to examine cylinder performance from 
the purely theoretical point of view. 


Cylinder Performance 

For the purpose of giving information 
concerning the effect that throttling has 
on the steam action in the cylinders 
under defined steam conditions of both 
pressure and temperature in the steam- 
chests, a tabulated statement is _pre- 
sented showing how throttling and vary- 
ing rates of expansion affect the effi- 





ciency with which the steam is utilised 
in the cylinders. The table has been 
prepared to show cylinder performance 
at full steam .pressure and at an early 
cut-off giving four expansions and 
after steam has been throttled down to 
a lower pressure and the rate of admis- 
sion lengthened to admit the same 
weight of steam into the cylinder per 
stroke. 

In the first case, steam at a full 
pressure of 240 Ib. per sq. in. absolute, 
equal to 225 lb. per sq. in. gauge 
pressure, is assumed, having a total 
temperature of 600° F. and in the 
second place the steam admission 
pressure is reduced by throttling to 
140 lb. per sq. in. absolute, or 125 Ib. 
per sq. in. gauge pressure. Columns | 
and 2 show respectively the steam con- 
ditions before and after throttling 
throughout the working cycle of admis- 
sion, expansion, release and exhaustion. 
The properties of the steam are based 
on the Mollier total heat entropy dia- 
gram published with J. H. Keenan’s 
report on the Development of Steam 
Charts and Tables from the Harvard 
Experiments, reproduced in Mechanical 
Engineering, February, 1926. 


TABLE I—STEAM CONDITIONS BEFORE 
AND AFTER THROTTLING 


sai l. | 2 

Steam pressure, Ib. per sq. in. | 

absolute eve eas ‘ 240 | 140 
Steam pressure, Ib. per sq. in. 

gauge ’ jth eae 225 125 
Saturated steam temp., °F. ... 397 353 
Steam temperature, °F. a 600 587 
Steam superheat, °F. ... oe 203 234 
Steam volume, cu. ft. per Ib. ... 2-52 4:4 
Enthalpy, B.Th.U. per Ib. 1,317 | 1,317 
No. of expansions oui os 2:28 
Final volume, cu. ft. per Ib. 10-08 10-08 


Steam pressure at release, Ib. 

per sq. in. abs. ae ast 40 | 47 
Enthalpy, B.Th.U. per Ib. eae 
Heat drop, B.Th.U., admission 

to release ae nite Pe 164 107 
Constant back pressure, 20 Ib. | 

per sq. in. abs., work done | 

during exhaust sae me 37 50 


Total heat utilised per Ib. | 
of admission steam ses 201 =| 157 


The steam conditions after throttling 
are established by assuming that during 
throttling no heat is lost by conduction 
and that no mechanical work is done, 
so that the total heat or enthalpy will 
remain unchanged. The high-pressure 
steam carries a temperature of 600° F. 
corresponding to a superheat of 203° F. 
and has a heat content of 1,317 B.Th.U. 
per lb. After throttling, the pressure 
and the temperature are reduced, but 
the amount of superheat is increased, 
while the enthalpy remains unchanged. 
Column 1, corresponding to the steam 
at full pressure, assumes that the steam 
is expanded four times before release; 
also that release takes place at the end 
of the stroke and that the steam is 


exhausted against a constant back 
pressure of 20 lb. per sq. in. absolute, 
or 5 Ib. per sq. in. gauge pressure. 

It will be seen that the steam at 
240 Ib. per sq. in. absolute, carrying a 
heat content of 1,317 B.Th.U., per |b. 
falls to a pressure of 40 Ib. per sq. in. 
absolute at release having a heat content 
of 1,153 B.Th.U. per Ib.; then, during 
admission and expansion after cut-off 
there is a heat drop of 164 B.Th.U. The 
difference between 40 Ib. per sq. in. and 
the assumed constant back pressure of 
20 Ib. per sq. in. absolute is 20 lb. per 
sq. in. absolute. At this pressure the 
steam is exhausted against the back 
pressure and the work done is, there- 
fore, 


Hay x 10°8 x 20 = 37 B.Th.U. per 


Ib. The total heat turned into work 
during the complete cycle of admission 
at 240 Ib. per sq. in. and expansion to 
40 lb. per sq. in. followed by exhaust 
to a pressure of 20 Ib. per sq. in. abso- 
lute is then 164 + 37 = 201 B.Th.U. 
per Ib. 

Referring to Column 2 showing the 
steam conditions after throttling down 
to a pressure of 140 Ib. per sq. in. abso- 
lute, the steam is, by assumption, 
reduced in pressure without loss of heat 
by conduction or through doing any 
mechanical work. Under such condi- 
tions, the heat value or enthalpy remains 
the same at 1,317 B.Th.U. per lb. There 
is, however, a loss in temperature and 
an increase in the amount of superheat, 
though the latter does not add to the 
heat energy in the steam. 

After throttling and with the pressure 
and other conditions as shown, the 
volume is 4°4 cu. ft. per Ib. and it is 
assumed that the valve gear is set to 
give a cut-off allowing this volume of 
steam being admitted per stroke. Thus 
the same weight of steam is admitted 
per stroke as was the case before thrott- 
ling when the admission pressure was 
240 Ib. per sq. in. absolute. It is 
assumed that the steam is being used in 
the same cylinder in each case. so 
making final volumes equal in each 
instance. The number of expansions 
are, therefore, inversely proportional to 
the respective specific volumes and are 
4 and 2:28. 

After throttling, the pressure and heat 
content will, therefore, be higher at 
release, the actual values being 47 Ib. 
per sq. in. absolute, corresponding to a 
heat value of 1,210 B.Th.U. per lb. The 
heat drop is then 1,317 — 1,210 = 
107 B.Th.U. Exhaust now takes place 
at a pressure of 47 lb. per sq.-in. against 
the constant back pressure as before. 
During exhaust the pressure is 47 — 20 
= 27 lb. per sq. in. and the work done is 


144 10-08 x 27 = 50 B.Th.U. per Ib. 


778 
Thus the total heat utilised per Ib. of 
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admission steam is 107 + 50 = 157 
B.Th.U. per lb., comparing with 201 
B.Th.U. per lb. before throttling from 
240 to 140 lb. per sq. in. absolute 
pressure. The thermal loss through 


; : 201 — 157 
throttling is seen to be 01 100 


= 21°8 per cent. 


Theoretical Steam Diagrams 


In support of the tabulated statement 
the accompanying graph Fig. | shows 
the theoretical steam diagrams for the 
adiabatic expansion of the steam in the 
cylinder before and after throttling and 
for the same weight of steam admitted 
per stroke of the pistons. The high 
pressure cycle is depicted by ABCDEA 
when steam at a pressure of 240 Ib. per 
sq. in. absolute is expanded from the 
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The heat, B.Th.U. per Ib. of steam, 
utilised by the cylinders before and after 
throttling may be compared with the 
total heat or enthalpy of the admission 
steam, which in each case is taken as 
being 1,317 B.Th.U. above 32° F. per 
lb. Before throttling, the efficiency on 


this basis is, therefore, 100 = 


201 
1317 
; 15 
15:2 per cent., and, after throttling, 1317 
x 100 = 11:9 per cent. If the thermal 
equivalent of one h.p. - hr. is taken as 
being 2,545 B.Th.U., the respective 
steam consumptions per i.h.p.-hr. would 


5 
before throttling, aan 


be: 01 12-6 Ib. 
’ ’ 2545 

and after throttling, 37 = 16:3 lb. per 

i.h.p. hr. 





VOLUME ,CU. FT 


Fig. 1 


‘Theoretical steam diagrams for the adiabatic expansion of steam 


in the cylinder 


point of admission at A to release at C, 
the work done being represented by the 
area enclosed by ABCFA and during 
exhaust by CDEFC, the respective 
thermal values being, as before stated, 
164 and 37 B.Th.U., giving a total of 
201 B.Th.U. per lb. of admission steam. 

The diagram HJKDEH shows in a 
similar manner the work done by the 
steam after throttling to a pressure of 
140 lb. per sq. in. absolute. During 
expansion from H to release at K, the 
area enclosed by HJKGH in this case 
has a thermal value of 107 B.Th.U. 
The area enclosed by KDEGK is the 
work done against the constant back 
pressure of 20 Ib. per sq. in. absolute 
and has a value of 50 B.Th.U. per Ib. 
of admission steam. The total heat 
utilised per Ib. of steam admitted to 
the cylinders is, therefore, 157 B.Th.U. 

There is a considerable difference in 
the areas of the two diagrams for equal 
weights of steam supplied up to cut-off 
in a given cylinder, due to the smaller 
proportion of the heat utilised per Ib. 
of steam admitted per stroke in the case 
of the low pressure cycle. This is 21-8 
per cent. less compared with the steam 
cycle for the higher pressure and for 
the same power output (i.h.p.) the cut- 
off after throttling must be later than 
a shown by about 22 per cent. at 
east. 





Further, for equal cut-offs the respec- 
tive powers developed in the cylinders 
would be inversely proportional to the 
respective specific volumes. The power 
developed after throttling would, there- 


“ 


fore, be: ; 4 * 100 = 57 per cent. of 
the high-pressure cycle, or 43 per cent. 
less than that developed before thrott- 
ling. The respective theoretical steam 
consumptions per i.h.p. hour indicate 
in a practical manner the loss in effi- 
ciency caused by partially closing the 
regulator and lengthening the rate of 
cut-off per cent. 


Cylinder Performance 

Having considered cylinder perform- 
ance from a purely theoretical point of 
view, it is proposed to take into account 
the effect that cut-off and speed have 
on steam consumptions in relation to 
the power developed in the cylinders in 
order that the experimental data may be 
more fully appreciated. The theoreti- 
cal steam diagram assumes that steam 
on admission and for any rate of cut- 
off per cent. and independent of the 
crank speed in r.p.m. has some given 
constant pressure and temperature and 
hence a definite enthalpy per lb. as sup- 
plied to the cylinders. 

In practice, this is not the case for the 
reason that, independent of the throttle 
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opening, steam conditions, both 
pressures and temperatures, change with 
the rate of steam flow, which is in turn 
governed by the cut-off and speed in 
r.p.m. An increase in steam flow lowers 
steamchest pressures and _ increases 
steam temperatures, while a reduction in 
the rate of flow tends to increase steam 
pressure in the steamchests and reduce 
the temperature of the steam and the 
amount of superheat. 

This interplay between steam 
pressures and temperatures affects the 
efficiency of the steam action in the 
cylinders, resulting in wide differences 
in the points of cut-off which give the 
most economical steam consumption 
per cylinder h.p.-hour and which will 
be found to vary with crank speeds in 
r.p.m. Theoretically, early rates of cut- 
off, corresponding to an increase in the 
number of expansions, should produce 
maximum cylinder efficiencies; how- 
ever, in practice, this is not necessarily 
the case. 

The reason for this is that at short 
cut-offs, especially with present valve 
gears, the steam flow is relatively low, 
due to restrictions through the cylinder 
ports so that, while the fall in pressure 
through the superheater and steam 
pipes may be low, steam temperatures 
will also be relatively low, which, in 
combination with early rates of cut- 
off, cause losses through cylinder wall 
heat transfer which seriously reduce 
cylinder efficiencies. 

On the other hand, increasing the 
rate of cut-off will, by removing to a 
greater or less extent steam port re- 
strictions, increase the rate of steam 
flow which, though tending to lower 
steamchest pressures relative to the 
steam pressure in the boiler, causes a 
definite increase in steam temperatures 
and, therefore, in the superheat carried 
by the steam, thus reducing cylinder 
wall losses and improving the efficiency 
of the steam action in the cylinders. 

The general effect of changes in 
operating conditions, as outlined, has a 
considerable influence on cylinder per- 
formance, and it will be clear from the 
foregoing that short rates of cut-off will 
not, in practice, produce the highest 
economy unless accompanied by crank 
speeds in r.p.m. high enough to cause 
a steam demand sufficient to furnish a 
high enough superheat which will, in 
conjunction with high speeds, counter- 
act cylinder wall heat transfer losses, 
thus improving cylinder efficiencies 
reflected by low steam rates per cylin- 
der h.p.-hour. The effect of cut-off at a 
given speed or for a given cut-off and 
varying speeds on the rate of steam 
flow and pressure drop between the 
boiler and steam chests may be briefly 
considered. 

Pressure drop, by which is meant the 
difference between boiler and average 
steamchest pressures, is a function of 
the rate of flow which increases with 
an increase in cut-off per cent. for any 
given speed and for any given rate of 
cut-off with an increase in speed r.p.m. 
At any speed earlier cut-offs give the 
least pressure drop, due to the greatly 
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restricted port openings and not to the 
cross sectional areas through the super- 
heater elements or steam piping which 
only affect steamchest pressures at the 
longer rates of cut-off when port open- 
ings are less restricted by the valves 
and valve gear. 

It is important that this should be 
realised in view of the fact that the 
close similarity between boiler and 
steamchest pressure at times remarked 
upon when running at early rates of 
cut-off is frequently ascribed to large 
steam passages between the boiler and 
the steamchests when, in fact, they 
have little or no influence on pressure 
drop. Actually, a low fall in pressure 
under such circumstances indicates a 
low rate of steam flow and, in conse- 
quence, a comparatively small power 
output. 


Influences on Steam Consumption 


The general effect of speed, cut-off 
and superheat on steam consumption 
per i.h.p.-hour is illustrated by the 
accompanying graph (Fig. 2). At the 
relatively low speed of 120 r.p.m., the 
superheat carried by the cylinder feed 
is also relatively low, and the steam 
consumption at about 20 per cent. cut- 
off is seen to be distinctly higher than 
at the longer cut-offs of 30 to over 40 
per cent. Cylinder wall losses are much 
reduced at the later rates of cut-off, 
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Fig. 2—Graph showing the effect 
¥ of speed, cut-off and superheat on 
steam consumption 


and this with the higher superheat car- 
ried by the steam improves the effici- 
ency of the steam action in_ the 
cylinders, so much so that the higher 
superheat and hence the increased 
specific volume of the steam reduces 
the weight of steam required per i.h.p.- 
hour when compared with the con- 
sumption at earlier cut-offs and lower 
steam temperatures. 

Considering now the higher speed of 
280 r.p.m., the superheat is increased 
and, in consequence, a cut-off of about 
25 per cent. shows a better economy 
than any longer rates of cut-off. This 


Aluminium Alloy in Gas-Turbine 


A considerable saving in weight has been 
effected by the use of this material 


XTENSIVE use is made of alumi- 
nium alloys in the first British-built 
gas-turbine locomotive, designed and 
built by the Metropolitan-Vickers Elec- 
trical Co. Ltd. The cabs at each end take 
the form of separate welded structures 
in MG3 aluminium alloy, and the roof 
sections between cantrails are of the same 
material. The sections are removable 
for most of the length of the body, for 
the lifting in and out of equipment. 
Aluminium alloy is used also for the 
ducts by which air is distributed to the 
motors, the exterior waist rail, cab en- 
trance door panels, train heating boiler 
casing, air intake louvres, control 
cubicle covers, internal doors, driver’s 
desk covers, instrument panels, and for 
certain applications in the gas turbine 
itself. 
Weight Reduction 
The use of aluminium alloy on this 
project has enabled motive power equip- 
ment of heavier weight than would 
otherwise have been possible to be 
accommodated on a locomotive of the 
Co-Co wheel arrangement. The locomo- 
tive is required to haul the heaviest pas- 
senger trains on the Western Region 
main lines at speeds up to 90 m.p.h. 
Maximum starting tractive effort is 
60,000 Ib. It was described and illus- 
trated in our February 1 issue. 
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One of the aluminium alloy driving cabs of the Metropolitan-Vickers gas-turbine 
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is due in part to the higher superheat 
and also in part to the increased speed, 
both tending to reduce cylinder wall 
losses, so enabling the economy looked 
for, through a longer expansion of the 
steam, to be realised. As the cut-off 
is lengthened, the economy falls off, 
though the increasing superheat tends 
to arrest losses from this cause, result- 
ing in the flattening out of the curve 
showing the steam consumptiqn, which, 
in the case in point, varies only be- 
tween 16 and 17 lb. per i.h.p. for cut- 
offs of from about 25 to 42 per cent. 
and therefore over a considerable range 
of power output by the cylinders. 


(To be continued) 


Coat Output IMpROvED.—According to 
provisional figures issued this week by the 
Ministry of Fuel and Power, total saleable 
output of deep-mined and opencast coal 
during the week ended August 23 was 
4,195,100 tons. This is an increase of 
197,400 tons over the total for the pre- 
vious week, but 67,900 tons less than in 
the corresponding week of last year. Last 
week’s estimated production brings the 
total for the first 34 weeks of this year to 
144,487,200 tons, against 142,461,600 tons 
in the first 34 weeks of last year. Ton- 
nage lost through recognised holidays, dis- 
putes, and other causes totalled 142,700 
tons. 


Locomotive 


locomotive for British Railways 


MG3 is one of a series of alloys manu- 
factured by James Booth & Co. Ltd. It 
was used in this instance as 14 s.w.g. 
sheet, and in the cab and roof construc- 
tion as 10 s.w.g. The stiffening mem- 
bers on the roof were 14 in x 14 in. x 


1 in. extruded angle section, and in the 
cab structure 2 in. x 2 in. x 4 in. tee- 
section. The assembly and finish was 
generally by electric arc welding, but 
some stiffener sections in the roof were 
riveted, using aluminium alloy rivets. 
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Goods Wagons for Hong Kong 


Designed with welded underframes and reinforced headstocks 


7 cope with increasing goods traffic 
on the Kowloon-Canton Railway, 
the Crown Agents for the Colonies 
placed orders for a quantity of goods 
wagons with the Birmingham Railway 
Carriage & Wagon Co. Ltd. The stock 
comprised (a) covered goods wagons, 
(b) high side wagons, (c) low side 
wagons, (d) cattle wagons, (e) flat 
wagons, and (f) bogie goods brake vans. 


The bogies, other than those fitted to 
the bogie brake vans, are steel castings, 
the axleboxes being cast integral with 
the frame. Solid rolled-steel wheels 
2 ft. 94 in. diameter and axles with 
10 in. x 54 in. journals are provided. 
Spring suspension is provided by lami- 
nated and helical springs, the latter 
being arranged in nests of four on each 
side of the bogie bolster; Mintex liners 


springs are accommodated. Brake gear 
design is somewhat similar to that 
applied to the cast-steel bogies with the 
difference that four brake blocks are 
arranged on each pair of wheels. Jour- 
nal lubrication is identical with that on 
the cast-steel bogies. 

F.P. air-operated brakes are provided 
with a slack adjuster. They are 
operated through transverse levers 











Bogie low side wagon with a tare weight of 18-6 tons 


The rolling stock already delivered in- 
cludes 130 covered goods wagons, 25 
high side wagons, ten flat wagons, ten 
low side wagons, and five cattle wagons 
underframes with body ironwork. The 
remaining five goods brake vans are 
under construction. Timber bodywork 
for the cattle wagons will be supplied by 
the railway administration on receipt of 
the underframes and body ironwork. 

The wagons, built for the 4 ft. 84 in. 
gauge, have the following principal 
dimensions : — 


_— | (a) 


Length over headstocks 40 ft. | 45 ft 
Centres of bogies 26 ft. | 31 fe. 
Bogie wheelbase 5 fe. 9 in. 5 fe. 9 in. 
Load weight ... 44tons | 44:1 tons 
Tare weight ... 20 tons | 19-9 tons 


are fitted to the bogie pivots. As a pro- 
vision against the ingress of water into 
the axleboxes an oil-resisting synthetic 
rubber gasket is fitted between the lid 
and the box. Journal lubrication is by 
spring supported pad on the underside 
of the journal, together with an oil dis- 
tributor secured to the end of the axle. 

The bogies for the brake vans are of 
rolled channel and plate construction. 
Each sole bar is made of two + in. plates 
spaced 6 in. apart by a rolled channel 


section between which laminated 
(c) (d) (e) (f) 
45 ft 45 ft. 45 ft. 35 ft. 
31 ft 31 fe. 31 fe. 21 fe. 
5 ft. 9 in 5 fc. 9 in. 5 ft. 9 in. 5 fe. 9 in. 
45-4 tons — 45 tons 10 tons 
18-6 tons 17-9 tons 17-6 tons 19-2 tons 


attached at the outer ends to the cylin- 
der head and the piston and the other 
ends to the pull rods to the bogies. One 
cast-iron block operates on each wheel. 
They are of the detachable type keyed 
into cast-steel heads carried on triangular 
brake beams. These are operated by 
vertical levers which are connected at 
the bottom by a push rod. The push 
rod ends are inserted in solid-drawn 
weldless steel tubes 2 in. outside dia. x 


+ in. bore. 


Underframe and Body 


The underframes of all stock are all 
welded and are somewhat similar. The 
solebars and longitudinals are fabri- 
cated from angles and plates and the 
bolsters and crossbars are _ pressed 
} in. and «% in. thick mild steel 


from 3 
plate respectively. The bolsters are 





Bogie high side wagon, tare weight 19-9 tons 
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Bogie covered goods wagon, showing the spring gear arrangement of the cast steel bogies 


further strengthened by welded gusset 
plates. The headstocks are of rolled 
steel channel and in two sections, each 
reinforced by corner gussets. The 
two sections are also connected by 
a cast-steel drawgear bracket on the 
face of the headstock. The underframes 
for the bogie brake vans and cattle 
trucks are further strengthened at the 
headstocks by top gusset plates | ft. 
3 in. wide x 3? in. thick extending the 
width of underframe. 

To withstand buffing shocks, the 
headstocks are reinforced. The brackets 
carrying the buffer shanks are of cast 


steel, End longitudinals fitted between 
the headstocks and _ the bolsters, 
arranged in pairs, carry the drawgear. 
All underframes are provided with 
A.A.R. standard “E” type couplers 
with friction draft-gear; rotary cam gear 
is also incorporated. The floor plates 
are of 4 in. thick mild steel and are 
riveted to the floor members, and the 
edges of the plates are also joined by 
welding: the floor of the bogie goods 
brake vans and cattle wagons are of 
timber 1} in. and 1{ in. thick respec- 
tively. 

The bodies of the stock are of con- 


ventional design and of riveted con- 
struction, consisting of angles and steel 
plates. The high side wagon frame 
members are of “top-hat” pressings. 
With the exception of the bogie brake 
vans the end plates and also the end 
drop doors of the low side wagons are 
of pressed steel; the doors of all stock 
are of stee] pressings. The guards’ com- 
partments are lined with tongued and 
grooved boards; seats and lockers are 
provided, and Monarch ventilators are 
fitted. To ensure that water does not 
enter the covered stock, a layer of bitu- 
men felt is placed between all plate joints 


Diesel Haulage of Freight in Canada 
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Canadian National Railways diesel locomotive, built by Montreal Locomotive Works, hauling a freight train near Toronto 
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The Laval Longitudinal Concrete Sleeper 


Each rail is fixed with standard S.N.C.F. elastic clips and rubber 
sole-pads to a row of R.C. blocks interlaced with steel tie-bars 


Details of Laval track showing the tie-bars between the concrete blocks, 
holding-down bolts, and clips 


A TYPE of permanent way invented 

by M. Laval, a District Engineer, 
Western Region, French National Rail- 
ways, about 1945, has now undergone 
trials, and has proved satisfactory under 
both heavy and fast traffic. 

It consists essentially of two longitu- 
dinal rows of reinforced concrete blocks, 
one under each rail. The blocks measure 
1-3 m. (4 ft. 3 in.) long, 0-7 m. (2 ft. 34 
in.) wide, and 0°16 m. (64 in.) deep. 
Each block weighs about 750 Ib. Be- 
tween successive blocks there is a space 
of 0:°2 m. (about 8 in.), in which steel 
tie-bars are fixed to the rails for retain- 
ing the correct gauge and the | in 20 
cant of each rail. These tie-bars are 
usually cut from old bullhead rails, but 
may be of any rolled-steel section. They 
are fitted to the undersides of the feet of 
the flat-bottom rails by means of 
S.N.C.F. standard square clips and bolts 
similar to those used with orthodox 
transverse metal sleepers. 


Method of Securing 


The rail is secured to each block by 
two pairs of R.N. spring clips, threaded 
on to holding-down bolts and gripped 
by their nuts; each pair is 0-325 m. 
(about 12 in.) from the transverse 
centre-line of the block. The block is 
moulded with grooves to receive the 
clips. This type of clip is also stan- 
dardised in France. 

The rail is seated on corrugated rub- 
ber pads 4-5 mm. (;% in. thick), 0-3 m. 
(about 10 in.) long, and the same width 
as the foot of the rail. The clips and 
pads together provide restrained verti- 
cal elasticity which is combined with 
rigidity in the track. The holding-down 
or foundation bolts are bedded in bitu- 
minous mastic and the holes for them 
in the blocks have metal linings or 
sockets which engage the threads of the 


bolts. The blocks are given a 1 in 20 
cant inwards when they are bedded in 
the ballast, to suit the inclination of the 
rails; to retain this correctly, the tie- 
bars have a | in 10 bend at the centre. 


Thus the Laval type of track is 
heavier and has a greater bearing sur- 
face on the ballast than normal perma- 
nent way. These advantages, making 
for increased rigidity, are combined with 
the double vertical flexibility provided 
by the standard clip and pad fittings. 
It is therefore particularly suitable for 
use in conjunction with long welded 
rail-lengths. 
Trial Installations 


Since 1945 the S.N.C.F. administra- 
tion has given trials to this type of track 
by installing it at various places as de- 
scribed below. 

In 1946, 60 m. of track carrying heavy 
traffic but at slow speeds were laid with 
Laval blocks, semi-elastic fittings, and a 
72-m. length of welded rails, in Batig- 
nolles yard, Paris. 

Two years later a more extensive trial 
was staged at Poissy-Ceinture, west of 
Paris, where traffic is very heavy and 
speeds range up to 80 km (50 m.) p.h. 
The length of track was 430 m. (480 yd.) 
of welded rails on 400 m. (437 yd.) of 
Laval blocks. 

In 1951 1,600 m., or virtually a mile, 
of the Paris-Granville line near Houdan 
was laid with Laval track, the rails being 





A typical length of Laval track on the Paris-Granville line, S.N.C.F. 
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two 800-m. lengths. Here speeds up to 
about 70 m.p.h. are run, but the traffic 
is only moderately heavy. In this and 
the 1948 tests the fittings are classified 
as elastic. 

As a result of these trials, a further 
4,800 m. (three miles) are to be laid 
this year near Houdan, on the Gran- 
ville line, and also 3,200 m. (two miles) 
between Ormoy and Soissons, Northern 
Region. It is clear, therefore, that this 
type of track is giving satisfaction, and 
some six miles of line are now equipped 
or being equipped with it. Further com- 
ment is embodied in an editorial note in 
this issue. 

The rails being used weigh 46 kg. per 
m. (92 lb. per yd.), and the 800-m. 
lengths are composed of 45 18-m. rails 
welded together. Scarved joints of the 
type illustrated are inserted at three 
points in each 800-m. length to allow for 
expansion and contraction. They are, 
however, in 36-m. lengths of track with 
ordinary transverse wooden sleepers, 
which are interspersed at regular inter- 
vals between the long-welded lengths of 
Laval track. 
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Scarved joint on timber-sleeper length of track between sections of Laval track 
with long welded rails 





French-Built Locomotives for Egypt 


TEN very heavy 4-6-0 steam loco- 
motives were set to work in 1951 
on the Egyptian State Railways on the 
Cairo-Alexandria passenger trains. 
They exceed by 2} tons the weight of 
the immediately preceding 4-6-0 loco- 
motives built in Great Britain and 
Canada. These latest locomotives were 
built in France at the works of the 
Société Alsacienne de Constructions 
Mécaniques. 

With two cylinders, 21 in. by 28 in., 
coupled wheels 6 ft. dia., and a boiler 
pressure of 225 lb. per sq. in., the trac- 
tive effort at 75 per cent. boiler pressure 
is 29,000 lb., giving a factor of 4-87 


New 4-6-0 design for 
Cairo-Alexandria services 


against the adhesion weight of 63-2 
tons. Total engine weight is 87:3 tons; 
and the tender, with 4} tons of oil fuel 
and 5,500 gal. of water, weighs 64-5 
tons, the combined weight being 151:8 
tons. 

The boiler has a very long, narrow 
Belpaire firebox giving a grate area of 
38 sq. ft. and a heating surface, includ- 
ing one thermic syphon, of 257 sq. ft. 
The 146 tubes of 2 in. o.d. and 32 flues 
of 54 in. o.d. provide a heating surface 
of 1,750 sq. ft., the evaporative total 
being 2,007 sq. ft. Superheating sur- 
face is 480 sq. ft. A miultiple-valve 
MLS regulator is fitted. Engine bogie 


and tender axles have S.K.F. roller- 
bearing boxes, but the coupled boxes 
are of Stone’s bronze. 

Engine and tender measure 72 ft. 
2 in. over buffers, and the height is 
14 tt; 6 in, Coupled wheelbase is 
15 ft. 7 in., locomotive wheelbase 
28 ft. 8 in., and engine plus tender 
wheelbase 62 ft. 4 in. Trials were run 
on the Vitry test plant of the French 
National Railways before the locomo- 
tives went to Egypt, at rail horsepowers 
up to about 1,350 at a speed of 60 
km.p.h. (37:3 m.p.h.), and boiler evapo- 
ration rates up to 30,000 lb. an hour 
were attained. 





Egyptian State Railways 4-6-0 locomotive built by the Société Alsacienne de Constructions Mécaniques 
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Milling Cutters by the Casting Process 
Method of effecting savings in machining 
using chromium as the alloying element 


An Archdale machine using a cast cutter for milling traction motor 
components at a G.E.C. works 


HE production of milling cutters by 
the casting process is not new in 
principle. As a result of considerable 
investigation by the Research Depart- 
ment of B.S.A. Tools Limited, an en- 
tirely new technique has been evolved, 
by which method, it is claimed, cast 


The cutter as cast before any machining has been 


carried out 


cutters are produced which are at least 
equal in machining capacity to those of 
standard high-speed steel, and at con- 
siderably less cost, a feature which 
should assist in reducing production 
costs in machine shops. 

Of economic importance at the pre- 


sent time is the fact that the cutters 
are manufactured from a_ high-speed 
steel which has chromium as the chief 
alloying element, and not tungsten or 
molybdenum, both of which are in short 
supply. It is claimed that the saving 
is such that at least four times the 
number of cutters can be produced 
from the same amount of tungsten as 
is used in conventional high-speed steel 
cutters of 18 per cent. tungsten. 

Furthermore, it is claimed that sub- 
stantial savings in machining and grind- 
ing times are achieved by the casting 
process. Provided very close limits are 
not required, the casting can be finished 
at the bench, machining the bore and 
keyway only. After hardening they are 
ground in the conventional manner, 
with the exception that, in most cases, 
it is unnecessary to grind the form 
relief, as the finish from the controlled 
casting is sufficient. 

From the point of tool design, it is 
claimed that the process gives full scope 
to designing tools of maximum effici- 
ency without the limitation effected by 
conventional methods of machining 
from the solid. It is also possible to 
produce milling cutters with alternate 
teeth having opposite helix angles with 
no more difficulty than a cutter with 
identical teeth. 

Tool teeth can be produced having 
any shape in any direction. It is not 
necessary to generate the backing or 
support of a tooth as one, or a series, 
of straight lines. Cutters can be pro- 
duced by the casting process with 
ample swarf clearance and are still 
efficient after a number of regrinds. 


The finished cutter, showing the small amount of 


machining required at the cutting edges 
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The Cyrenaica Railway 


A 


diesel - operated 


narrow - gauge 


system of increasing commercial value 


By G. S. Alexander, Superintendent, Cyrenaica Railway 


- 


Diesel-hauled passenger 


OON after the Italian occupation of 
Cyrenaica in 1911, narrow-gauge 
track was laid in the Benghazi area, but 
the construction of the present 95-cm. 
gauge system was not begun until 1923 
when 30 km. were laid to the fort of El 
Regima in the direction of the fertile 
region of the Barce Plains. In 1926, 56 
km. of line were constructed south- 
wards from Benghazi to Soluk. This 
section was to have been extended to 
Agedabia, the important desert centre, 
and thence to link up with the Tripoli- 
tanian system. In the same year further 
progress was made towards Barce and 
the railhead reached El Abiar, halfway 
between the two towns. The line was 
finally completed to Barce in 1927, 
making a total of 164 km. of main line 
track. Further construction in the 
direction of Derna was contemplated, 
but no work was carried out until the 
war, when some 40 km. of earthwork 
were built. 

The system was used considerably by 
the Italians for the development of the 
Barce Plain where colonisation was 
planned. It provided a reliable means 
of communication during the disturb- 
ances between the Italians and Arabs 
which lasted until 1933. During the 
1939-45 war little damage appears to 
have been sustained until the final 
evacuation of Benghazi by the enemy 
forces in 1942. Most of the loco- 
motives and facilities in Benghazi were 
sabotaged and large amounts of stores 
and materials were burnt. 

Locomotive stock taken over by the 
Allies consisted of three 550-h.p. diesel- 
electric locomotives, built by Techno- 
masio Italiano Brown Boveri, which 
had been destined for Eritrea in 1940, 





train arriving at Benghazi 


but had been diverted to Cyrenaica, and 
some small steam locomotives. Five 
Mallet 0-4-4-0 steam locomotives were 
shipped from Eritrea, and the railway 
was worked to capacity for a year or so. 
After the passing of the armies, traffic 
fell off, and in 1946 it was decided that 
operation was no longer economical. 
Spares were2 scarce or not available, and 
workshops and other facilities in a bad 
condition. 

As the country recovered, the need 
for rail communications became 
greater, and in 1948 the railway was 
reopened for operation on a commercial 
scale, on a temporary basis, pending a 





decision on a future transport policy | or 
the country. Steam stock was in a poor 
State and it was decided that the best 
should be repaired for short-term ope: a- 
tion, and that conversion to diesel 
power should be attempted as soon as 
possible. The diesel-electric locomotives 
were in a better condition, being rela- 
tively new, and could be kept in limited 
operation for several years. They had 
other advantages, as coal was difficult 
to obtain and little or no water is avail- 
able on either section of the railway. 

A diesel shunter was delivered in 
October, 1950, and by November, 1951, 
all operation was by diesel stock. To 
improve passenger services a diesel rail- 
car was ordered in September, 1950, 
and delivery of this is expected late this 
year. Rolling stock consists of some 
220 10-ton four-wheel wagons and 
seven coaches. 


Freight Traffic 


Most of the freight traffic consists of 
imported goods for the British Army or 
Government and includes docks clear- 
ance in Benghazi, but passengers, fuel 
wood, and in good seasons cereal crops 
contribute towards revenue. A _ small 
amount of esparto grass was exported 
for the first time during 1951; future 
crops are expected to total several 
thousand tons, most of which will be 
hauled by rail to Benghazi docks. 

The present operating ratio is un- 
favourable, but with the expected in- 
crease in freight, agricultural develop- 
ment in the Barce Plains, and the 
economies effected by the use of diesel 
power, the system should begin to show 
an operational profit soon. 
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RAILWAY NEWS SECTION 


PERSONAL 


The Minister of Transport has appointed 
ferman N. Gratton, who is a represenia- 
tive of local authorities, to be a member 
of the Transport Users Consultative Com- 
mittee for the East Midlands Area, in place 
of Alderman C. F. White, who has re- 
siened. Alderman Gratton is a member of 
the Derbyshire County Council. 


- 


Mr. C. A. Dove, Traffic 
Superintendent, the Tees Con- 
servancy Commissioners, has 
been appointed General 
Manager (Ports), Nigeria, on 
the formation of the Nigerian 
Port Authority. 


We regret to record the death 
on August 16 of Mr. John 
Williamson, who was at one 
time Secretary of the Argentine 
North Eastern Railway. He 
was elected as a Director of the 
Argentine North Eastern Rail- 
way Co, Ltd., and of the Entre 
Rics Railways Co. Ltd. in 1921 
and resigned from both Direc- 
torships on December 31, 1945. 


CANADIAN NATIONAL 
RAILWAYS 
The following appointments 
in the Financial Department of 


the Canadian National Rail- 
ways have been announced 
recently: 


Mr, E. J. Denyar, Assistant 
Treasurer for Corporate 
Accounts, to be Assistant 
Treasurer for all divisions of 
the Department. 

Mr. George Gillings, Clerk 
& Treasurer, Central Vermont 
Railway, to be Assistant 
Treasurer, C.N.R. 

Mr. P. H. Davies, Assistant to 
Vice-President & Treasurer, to 
be Assistant Treasurer. 

Mr. Frank H. Cihelka, Chief 
Clerk, to be Assistant to the 
Treasurer. 


Mr. Robert Aitken has been appointed 
General Superintendent for the Eastern 
District of the Canadian National Express, 
with Headquarters in Montreal. Mr. 
Aitken, who was born in England, went 
to Canada as a young man and joined the 
Canadian Express Company at Winnipeg 
in 1919 as a clerk. In 1931 he moved to 


Montreal as chief clerk in the General 
Manager's Office. He was promoted to 
Special Representative in 1943 and to 


Superintendent of Transportation in 1945. 


Sir Donald Bailey, Superintendent, 
Military Engineering Experimental Estab- 
lishment, Ministry of Supply, the inventor 
of the Bailey Bridge, has been appointed 
a Chief Scientific Officer, Ministry of 
Supply. Before joining the Ministry of 
Supply, Sir (then Mr.) Donald Bailey held 
an appointment in 1925-28 in the Civil 
Engineer’s Department, L.M.S.R. 


_Mr. P. H. Wyte-Smith, an Assistant En- 
gineer, Western Welsh Omnibus Co., Ltd., 
has been appointed Chief Engineer of the 
East Midland Motor Services, Ltd., with 
effect from September 1. He succeeds Mr. 


S. J. B. Skyrme, now Chief Engineer of the 
North Western Road Car Co., Ltd. 





We regret to record the death on August 
23, at the age of 81, of Mr. Charles Ben- 
jamin Collett, Chief Mechanical Engineer 
of the Great Western Railway from 1921 
until his retirement in 1941. Mr. Collett 
was educated at Merchant Taylors’ School 
and the City & Guilds College; and was 
articled to Joshua Field of Maudslay, Sons 
& Field, then eminent marine engineers. In 





The late Mr. C. B. Collett 


Chief Mechanical Engineer, Great Western Railway, 


1922-41 


May, 1893, he entered the G.W.R. drawing 
office at Swindon, and five years later was 
appointed Assistant to the Chief Draughts- 


man. In 1900, he was made Assistant 
Manager of the locomotive works, of 
which he became Manager in 1912. In 
1919, he was appointed Deputy Chief 
Mechanical Engineer, and three years 
afterwards succeeded Mr. G. J. Church- 
ward as Chief Mechanical Engineer. 


During the 1914-18 war Mr. Collett, as 
Works Manager, was responsible for the 
assistance rendered by the G.W.R. in con- 
nection with munitions, and for this ser- 
vice he received the O.B.E. In 1927, the 
company was asked to send Mr. Collett’s 
then newly-completed four-cylinder 4-6-0 
express locomotive No: 6000 King George 
V, to the Centenary Exhibition of the 
Baltimore & Ohio Railroad at Baltimore, 
after which the engine made a number of 
runs on American railways. An American 
comment at the time was that the work- 
manship of the locomotive was equal to 
that of a high-class automobile. In token 
of their appreciation of his work as a 
locomotive designer, the Directors of the 
G.W.R. presented Mr. Collett with a silver 
model of the King George V. Mr. Collett 
played a prominent part in connection with 
the equipment of G.W.R. main-line loco- 


motives with automatic train control, 
which was one of the outstanding develop- 
ments in British railway operation and an 
important contribution to the company’s 
safety record. He was a member of the 
second Special Committee set up in 1927 
by the Ministry of Transport under the 
chairmanship of Sir John Pringle to con- 
sider the possible introduction of a stan- 
dard system of A.T.C. in this 
country. The committee unani- 
mously recommended the Great 


Western system. Extensive 
additions were made to the 
Swindon works during Mr. 


Collett’s tenure of office. The 
fermer works of the Rhymney 
Railway at Caerphilly were 
modernised, and a new carriage 
lifting shop provided, and the 
locomotive works at Wolver- 
hampton were modernised. In 
1924, the Electrical Depart- 
ment came under the super- 
vision of the Chief Mechanical 
Engineer, after which the elec- 
tric and hydraulic plant at the 
G.W.R. South Wales docks was 
extensively modernised. Under 
Mr. Collett the cld, somewhat 
rough-and-ready system __ at 
Swindon was replaced by a 
modern works _ system of 
accuracy. Although certain 
boilers were nominally inter- 
changeable between different 
locomotives, the slight differ- 
ences which existed in dimen- 
sions either involved a_ con- 
siderable amount of work 
before some of the boilers 
could be fitted, or actually pre- 
vented interchangeability; Mr. 
Collett appointed an_ engi- 
neer in place of the boiler- 
maker as manager of the boiler 
shop, and also introduced the 
Wageor system cf boiler con- 
struction and repair, with its 
special plant; thereafter all the 
work was done to a degree of 
accuracy seldom _ previously 
attained. In his relations with 
his staff Mr. Collett gained for 
himself the confidence and respect of the 
men in his department. 

The funeral took place on August 28 at 
Gap Road Cemetery, Wimbledon. 


LONDON TRANSPORT APPOINTMENTS 

Mr. E. S. H. Eales, A.C.A., A.M.Inst.T., 
Audit Officer, has been appointed Costs 
Officer. Mr. Eales, who is 44, was articled 
with a firm of chartered accountants. In 
1933 he was appointed Accountant & 
Statistician to the Nottingham City Trans- 
port Department and was promoted Com- 
mercial Manager to that department in 
1942. He joined the London Transport 
Executive as Acting Audit Officer in 
April, 1949, and was appointed Audit 
Officer in 1950. 

Mr. W. P. Lavender, A.A.C.C.A., Traffic 
Auditor, has been appointed Audit Officer. 
Mr. Lavender is aged 46. He entered the 
Traffic Audit Office of the Metropolitan 
Railway in 1922, and was transferred to 
the Chief Accountant’s Office in 1931, and 
to the Accounts Office of the London Pas- 
senger Transport Board in 1933. During 
the war he assisted in investigation of 
railway accounts under the Railway Con- 
trol Agreement. He was transferred to the 
Traffic Audit Office in 1947 and was 


appointed Traffic Auditor in 1948. 
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Mr. C. J. H. Schoombie 


Appointed Chairman, South African Railways 
& Harbours Service Commission 


Mr. C. J. H. Schoombie, System Man- 
ager, Cape Town, South African Railways 
& Harbours, who, as recorded in our 
May 23 issue, has been appointed Chair- 
man of the S.A.R. & H. Service Commis- 
sion, began his railway career as a mes- 
senger in the Transportation Department 
at Kimberley in 1912. After serving as 
clerk at various stations, he was trans- 
ferred to the Staff Office at Kimberley in 
1924, became a relief clerk in 1926, and 
was transferred to East London in 1928, 
where he gained experience in welfare 
work. After a few years in the Trains 
Office, he was appointed Welfare 
Officer in the Chief Mechanical En- 
gineer’s Office, Pretoria. In 1933, Mr. 
Schoombie was promoted senior clerk, 
class II, in the General Manager's Office 
(Parliamentary), Johannesburg. Appointed 
senior clerk, class I, in 1934, he was trans- 
ferred to the S.A.R. & H. Service Com- 
mission in Pretoria during 1935, and was 
promoted principal clerk, class I, in June. 
Later in the year he became Goods & Pas- 
senger Superintendent at Bloemfontein, 
and in 1937 Assistant Superintendent 
(Special Duties), General Manager's Office 
(Parliamentary), Johannesburg. After a 
period as Goods & Passenger Superinten- 
dent at Pretoria, he became in turn Assis- 
tant Superintendent (Operating), Head- 
quarters; Assistant Superintendent (Ope- 
rating), Cape Town; Superintendent 
(Operating & Commercial), Kimberley; 
Superintendent (Operating), Durban; 
Superintendent (Operating & Commercial), 
Pretoria. He was then appointed to the 
position of System Manager, and served 
in this capacity at Kimberley, Bloemfon- 
tein, and Cape Town. 


Conveyancer Fork Trucks Limited 
announces the departure for Australia of 
Mr. G. E. Montague to assist in the forma- 
tion of an associate company to be known 
as Conveyancer Fork Truck (Australia) 
Pty. Ltd. The resident Australian directors 
will be Mr. J. N. Kirby, Mr. W. Gwinnett, 
Managing Director of Rubery Owen 
Kemsley Pty. Ltd., Adelaide, and Mr. 
Montague. Until recently Mr. Montague 
was London Sales Manager of Rubery 
Owen & Co. Ltd.. which position has now 
been taken over by Mr. A. G. Burgess. 
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Mr. A. L. Watt 


Appointed Revenue Accountant (Merchandise), 
Eastern & North Eastern Regions 


Mr. A. L. Watt, Assistant to the Revenue 
Accountant (Merchandise), Newcastle-on- 
Tyne, Eastern & North Eastern Regions, 
who, as recorded in our July 18 issue, has 
been appointed Revenue Accountant (Mer- 
chandise), joined the North British Railway 
in 1906. After serving with the Lothians & 
Border Horse Yeomanry during the first 
world war, he returned to the railway ser- 
vice in 1919, and had experience in several 
positions in the Audit Department in Scot- 
land. He was appointed to take charge of 
the coal private settlements section in the 
L.N.E.R. Scottish Area in 1928, and in 1930 
took charge of the merchandise divisions 
section, in the Scottish Area Divisional 
Accountant’s Office. Mr. Watt was a 
member of the Accountant’s Committee 
which, immediately before 1939, set up the 
organisation for the concentration of 
L.N.E.R. Audit Offices and on the forma- 
tion of the Merchandise Audit Office at 
Newcastle in April, 1939, he became sec- 
tional chief clerk of the divisions & private 
settlement section. Between 1941-50, he 
occupied the posts of assistant chief clerk 
and chief goods audit clerk, and in July, 
1950, was appointed Assistant to the Re- 
venue Accountant (Merchandise), New- 
castle-on-Tyne. 


Mr. Aubrey C. Ping, who has served 
on the board of the British European Air- 
ways Corporation for the past three years, 
during which time he has specialised in 
advising on labour relationship and the 
co-ordination of air and surface transport. 
is to continue his term of office for a 
further two years, as from September 1. 


Mr. P. Butler, B:Sc., M.ILE.E., and Mr. 
W. B. Laing, Assoc. Heriot-Watt College, 
M.I.E.E., have been appointed Directors 
of Bruce Peebles & Co. Ltd., Edinburgh, 
whilst retaining their status as Joint 
General Managers. 


The Steel Company of Wales Limited 
announces that Mr. Glyn M. Jones, 
Personnel Superintendent of the Steel 
Division, has relinquished his position for 
health reasons but is continuing in the 
service in an advisory capacity. He has 
been succeeded by Mr. Campbell 
Adamson. 
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Mr. S. Lea 


Appointed District Operating Superintendent, 
Barrow, London Midland Region 


Mr. S. Lea, Assistant District Operating 
Superintendent, Liverpool Lime Street, 
London Midland Region, who, as recorded 
in our August 15 issue, has been appointed 
District Operating Superintendent, Barrow, 
began his railway career with the Midland 
Railway at Southwell in 1922. After gain- 
ing general station experience in the North 
ampton, Peterborough and Birmingham 
areas, he became a District Signalman and 
Traffic Inspector at Bromsgrove in 1938, and 
in 1941 was Head Controller at Saltley Con- 
trol. Mr. Lea subsequently held positions 
as Assistant District Controller at Leeds and 
Saltley and in 1947 became Assistant to the 
District Operating Superintendent, Birming- 
ham (Midland) on the formation of that 
Office. Two years later Mr. Lea was ap- 
pointed Assistant District Operating Super 
intendent, Liverpool Lime Street. 


LONDON MIDLAND REGION STAFF CHANGES 

The following staff changes are 
announced by British Railways, London 
Midland Region: - 

Mr. V. G. A. Pottow, Head of Road 
Transport Section. Commercial Superin 
tendent’s Office, Western Region, Padding- 
ton, to be Assistant District Goods Super- 
intendent, Wolverhampton. 

Mr. P. F. Lewis, Yardmaster, Hunslet 
Sidings, to be Assistant to District Operat- 
ing Superintendent, Leicester. 

Mr. T. C. Richards, Stationmaster, 
Bolton Trinity Street to be Stationmaster, 
Carlisle. 

Mr. J. S. Leslie, Assistant Stationmaster, 
Carlisle, to be Stationmaster, Birkenhead 
Woodside. 

Mr. W. T. G. Yabsley, Goods Agent, 
Poplar, to be Goods Agent, Camden. 


The Eastern Region of British Railways 
has announced the appointment of Mr. H. 
Bell, Assistant District Motive Power 
Superintendent, Manchester South, as Dis- 
trict Motive Power Superiiitendent, South- 
end (Plaistow). 


Mr. C. T. M. Bagnall has been 
appointed Publicity Manager of the 
English Electric Co. Ltd. in the place of 
Mr. Peter Scott, who recently resigned. 
Mr. M. B. Schroeder has been appointed 
Assistant Publicity Manager. 
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Ministry of Transport Accident Report 


Knowsley Street, Bury, January 19, 1952: 
British Railways, London Midland Region 


Brigadier C. A. Langley, Inspecting 
Officer of Railways, Ministry of Transport, 
— into the accident which occurre< 

4.39 p.m. on January 19, 1952, at Knows- 
Street Station, Bury, when the bottom 
booms and flooring of a footbridge con- 
necting the up and down platforms fell out 
and allowed about 200 people to drop 154 
ft. to the track. Two persons were killed 
and 173 injured; 136 were conveyed to 
hospital and 43 detained there. These 
passengers were returning from a football 
match to catch special trains and formed 
a queue over the bridge while the gates 
leading to the platform were closed, to 
allow the first train to be filled and sent 
away. They had just begun to move when 
the collapse took place. Prompt and most 
commendable action by the stationmaster 
and many of his staff resulted in an 
approaching train being stopped in time 
and assistance being rapidly obtained and 
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SECTION X.X. 


General arrangement 


used to excellent effect. Debris on the line 
was Cleared by 6.30 p.m. but the track was 
closed for a time on the following morn- 
ing to allow the remainder of the bridge, 
which was unsafe, to be removed. The 
weather was fine. Evidence of persons in 
the queue, one of whom was a railway 
clerk off duty, proved that there was no 
stamping or jumping on the bridge. The 
passengers had been fairly closely packed 
until the queue began to move again. 
There may have been as many as 250 per- 
sons on the bridge while the queue was 
stationary and there were probably about 
200 when the accident happened. 


Construction of the Bridge 
The bridge is believed to have been built 
over 70 years ago- but no records or draw- 
ings could be found. The adjoining street 
bridge is dated 1848 but it is thought the 
footbridge was not put up until some years 
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afterwards. Its general arrangement can 
be seen from the accompanying drawings. 
The main structure consists of two timber 
queen post trusses, carrying a 4 in. timber 
flooring on the bottom booms. These 
trusses rested on cast iron columns on the 
up side but were built into the brick abut- 
ment on the down. The bridge was totally 
enclosed with boarding on the inside and 
outside of the trusses and had a glazed roof. 
Since the flooring was carried on the 
bottom booms the queen posts were in ten- 
sion and the design provided for the load 
being transferred to them through wrought 
iron straps, originally 34 in. by ? in. thick. 
Each strap passed round the bottom boom 
and was held to the queen post by an un- 
usual fastening consisting of a key and two 
cotters, the minor verticals being held by 
similar though smaller straps. The 
diagonal members were housed at the 
base of each queen post in seperate iron 
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and sectional drawings of footbridge at Knowsley Street Station, Bury, L.M.R. 
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castings bolted to the upright, and main 
top joints were contained in one “T” 
shaped casting into which were fitted the 
tops of the queen posts and the raking 
struts and one end of the top boom, while 
a wrought iron strap, similar to the others, 
transferred the stress from queen post to 
top boom. The original straps at the bottom 
of three of the four minor verticals had 
apparently been replaced by others, which 
were held by bolts instead of cotters, and 
two of the main joints at the bottom of 
the queen posts also had been reinforced 
with similar straps apparently put up many 
years ago. 

The collapse was due to the straps round 
the bottom booms having corroded to such 
an extent that they were no longer carry- 
ing any load. All were completely covered 
by boarding on the outside and partially 
on the inside, and both this and the floor- 
ing would have had to be removed at the 
joints to examine them thoroughly. 

On the down side the main truss bear- 
ings consisted of large iron castings which 
fitted over the ends of the booms and also 
housed the bottom ends of the raking 
struts. A horizontal wrought iron strap 
passed around each casting and was fast- 
ened to the booms by keys and cotters. 
The raking struts also were braced in this 

way. These castings were built into the 
brick abutment. On the up side the bear- 
ings rested on the cast iron columns, except 
that the castings were open ended to accom- 
modate the bottom booms, which extended 
through to the booking office wall. The 
truss timbers were second grade sawn red- 
log pine of fair average quality; large 
quantities of this were used between 1840 
and 1900, when the forests were worked 
out. It is reasonable to assume that all 
truss members were the original 
Flooring and other details of the 
were of good average quality. 

The straps holding the bottom booms to 
the verticals were in a deplorable condi- 
tion; every one was badly corroded and 
none had been carrying any load. In some 
cases all that was left were two short 
lengths of wasted metal. Both horizontal 
straps on the down side bearings also were 
corroded away; one raking strap was 
partially corroded and the other was miss- 
ing. The straps on the up side bearings 
were in a better condition and _ intact 
throughout, although there was some wast- 
ing away. The bottom booms became 
fractured in the collapse. The timber 
appeared generally to be in good condi- 
tion, except that the wood enclosed by the 
down side bearings was in an advanced 
stage of decay and the rot extended to a 
lesser degree as far as the cotter slots. The 
wood in the bottom booms had split in 
places as it aged, and some rot had begun 
where soot and water had seeped in. The 
outside runners had been torn away from 
the bottom booms. 

A footbridge at Oldham with trusses of 
similar design and age to those at Bury 
also was inspected. Here both sides and 
bottom were enclosed. The underside 
boarding protected the trusses to some 
extent but even so the wrought iron straps 
had corroded, though only to a maximum 
depth of about { in. Some timber at one 
of the bearings showed signs of deteriora- 
tion but not to the extent seen in the down 
side bearings at Bury. 


ones. 
work 


Bridge Examinations 
Instructions for the examination of 
bridges on the L.M.S.R. had been issued 
in 1937. They provided for an annual 
examination by a works inspector, assisted 
by a sub-inspector and district foreman. 
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programme of work for the following year. 
Special forms were used for recording and 
reporting and a system of classification 
adopted to cover urgent or less serious 
forms of repair which inspection showed 
to be necessary. The outbreak of war 
made it impracticable in some districts to 
inspect annually and in the Blackburn 
district a five years interval was adopted. 
In October, 1950, the Civil Engineer of 
the London Midland Region issued new 
instructions to his district officers based on 
principles agreed by the Civil Engineer’s 
Committee of the Railway Executive; these 
required bridges to be examined in detail 
every three years and superficially every 
six months. 

The District Engineer at Blackburn, giv- 
ing evidence before Brigadier Langley, said 
he had 1,750 bridges in his care and his 
attention had not been drawn, during his 
24 months in charge, to the Bury foot- 
bridge. He produced records of inspections 
made in 1944 and 1948 by two men since 
deceased. (Another had been made in 
1946 in connection with some repairs but 
no special report was made; the charge- 
man present then, however, was able to 
give evidence about it.) In neither case 
did the inspector classify the condition of 
the bridge in accordance with instructions, 
neither had they nor the district engineer 
made comments on the condition of the 
wrought iron straps, though they must have 
been showing considerable and increasing 
signs of corrosion throughout the period. 
The impression given by the reports was 
that attention had been focussed on the 
superficial repairs and not enough given to 
the parts on which safety depended. 

The Assistant District Engineer, Black- 
burn, had held his appointment since 1946 
but did not remember the inspection made 
that year. He would have seen the 1948 
report but there was nothing in it to cause 
alarm. The periodical inspection should 
have included a thorough examination of 
bridge members and joints, in addition to 
listing repairs and painting which might 
be needed. The underneath of the bridge 
should have been checked from a ladder 
and some boards should have been taken 
off to show the joints properly. No special 
instructions had been given about these 
inspections but the man concerned, though 


a bricklayer by trade, should have had 
enough knowledge and experience to 
undertake the work. He could not have 


made a thorough examination, however, or 
he must have noted the bad condition of 
the straps. 

The Chief Works Inspector said he had 
been Chief Inspector, Blackburn District, 
for ten years, with bridge experience ex- 
tending over 19. He was a bricklayer 
and although never given any special in- 
structions had gained much experience in 
bridge work during his career. He re- 
membered seeing the 1944 report and dis- 
cussing it with an inspector; some wood 
borings were taken on that occasion. The 
inspector, who should have known how to 
examine a timber bridge satisfactorily, had 
told him he had stripped some of the inside 
boarding and taken up some floor boards, 
but had difficulty in taking off the outside 
boarding, because of labour shortage in 
wartime. 

During the inspection of the station 
by the Chief Engineer in 1945 the bridge 
roof was observed to be sagging and was 
put right. The inspector who examined 
in 1948 had only just arrived in the dis- 
trict and should have been capable of 
undertaking the work; in any case, if he 
had to examine a wooden structure he 


One of the main objects was to provide a should have taken a joiner with him. He 
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was not given any instructions about brid ge 
examining nor told to strip off the board- 
ing so as to inspect the joints of this parti- 
cular bridge. The Chief Inspector did rot 
think this was done then and wood borings 
were not taken, as the 1944 borings had 
been excellent. In his opinion the bridge 
was strong enough to carry a normal load 
safely, despite the defective straps, because 
the bottom booms were in good order. He 
thought the collapse to be due to the ex- 
ceptionally large crowd allowed on it. 

An Acting General Chargeman, who had 
held his appointment in the area for nearly 
two years and been Chargeman Joiner 
there for six, remembered the 1946 
examination when the roof was renewed. 
He himself removed external boarding and 
took up one or two flooring boards. He 
tested the timber in the trusses by hammer- 
ing and considered it sound. He examined 
the straps above the flooring and found 
them in good condition but did not look 
at the sections below floor level or on the 
outside. The inspector himself examined 
the outside and underside of the trusses 
from a ladder and told him, the charge- 
man, that “the bridge was O.K.; it was 
fit to carry the roof and would last five 
years.’ The bottom booms were thick! 
coated with soot and he could not say 
whether the inspector cleaned that away 
although he commented on the job being 
dirty. He thought he had a hammer but 
did not remember whether or not he 
tapped the straps. The inspection was 
continued the next day and he thought, but 
could not be sure, that the inspector looked 
at all joints. He himself was not present 
at the 1948 inspection nor when repainting 
took place in 1949. 

The Bridge & Steelworks Assistant to 
the Civil Engineer produced calculations 
of the strength of the bridge, which are 
set out in the report. He said that if the 
bridge had been in good condition it would 
have been capable of carrying the full 
load which was put on it. The two bot- 
tom booms alone, however, were quite in- 
capable of that; such a load produced 
bending stresses equivalent to about 
double the breaking stress. He was sure 
that up to the moment of collapse some of 
this load must have been transmitted to 
the top booms through the runners and 
outside boarding, which partially supported 
the bottom booms until the nails gave wa) 

It was difficult to say for how long corro- 
sion had been taking place in the straps. 
because he did not know actual atmos- 
pheric conditions, but he thought it had 
been developing for 10 to 15 years. He 
would have expected the defects to be 
noticed during the 1946 examination. The 
straps might not have been completel) 
eaten away by then but it was likely they 
would have become very thin. The under- 
side of the bridge was, however, thickly 
covered with soot. It might have been 
difficult to see how far the corrosion had 
gone unless the timber and ironwork had 
been thoroughly cleaned. The inspector 
should have done this and measured the 
actual thickness of the straps. 

Bridge Examiners, who were specially 
selected by reason of their trade knowledge 
and maintenance experience, were ap- 
pointed to each Engineer’s District at the 
end of 1951. Before taking up duty they 
were given a special course at the Derby 
School of Transport. Examples of bridges in 
various conditions were shown to them and 
the chief points to look for were explained. 
Attention was mainly concentrated on 
metal bridges but the essential features of 
wooden ones were also pointed out and 
particular reference was made to joints 
and condition of timber in bearings. It was 
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hoped to hold a refresher course to deal 
with any difficulties examiners might have 
experienced in their work and touch on 
other aspects of inspection, which could not 
be covered in the first course, which lasted 
only a fortnight. The Blackburn examiner 
had arrived in the district only a few days 
before the accident. 

The report gives particulars of tests made 
on samples of timber and wrought iron 
taken from the bridge, in addition to the 
calculations mentioned above, which 
together proved that the bridge, as con- 
structed, was safe for a heavier load than 
that imposed on it when it failed. When 
the straps corroded conditions changed 
entirely. In fact part of the load must 
have been transferred through the nails and 
runners to the tongued and ‘grooved board- 
ing and thence to the top booms... On that 
depended for a long time the safety of 
the structure. When the nails, the weakest 
link in a weak chain, gave way the booms 
collapsed. 

Evidence showed that the final failure 
was due to shear and not bending. 
The fracture in the middle sections of the 
booms probably. occurred when_ they 
struck the rails. It may be assumed that 
the down side gave way first through shear 
failure; as it dropped it struck the water 
column which checked it momentarily, 
after which the up side end must have 
broken and the whole bridge fell as one 
piece, as various witnesses stated in their 
evidence, 


Inspecting Officer’s Conclusion 

As designed the bridge was_ strong 
enough to carry the heaviest load likely to 
be placed on it. Its failure would have 
been prevented had it been maintained 
properly. It should have been perfectly 
safe to allow passengers to form a queue 
and criticism should not be levelled at the 
stationmaster, who was in no way to blame. 
The arrangements he made were sensible 
and the action he took afterwards most 
commendable. 

The modern pedestrian load of 100 Ib. 
ya sq. ft. for railway footbridges Brigadier 

Langley considers to be conservative. A 
crowd of 300 would have been needed to 
produce that, compared with the assumed 
maximum of 250 and it is doubtful if more 
could have been packed on the bridge than 
there were, except under panic conditions. 
In this case loadings up to 150 lb. per sq. 
ft.. the maximum obtainable in such cir- 
cumstances, could have been carried with- 
out collapse, had the bridge been properly 
maintained. 

There are features in its design calling 
for comment. The ends of the down side 
trusses were partially enclosed in a brick 
abutment, so that damp seeped into the 


timber enclosed in the bearings and set up . 


serious decay. This might have been 
avoided if the bearings had been left more 
open and the timber exposed to the air. 
Extension of the outside boarding to cover 
the straps round the bottom booms was 
quite unnecessary and made _ inspection 
more difficult. The bridge must have been 
in a dangerous condition for many years. 
Only the precarious and fortuitous support 
given by the outside boarding saved it 
from destruction for so long. Probably 
the straps were getting dangerously thin 
some 10 to 15 years ago. Unfortunately, 
neither the District Engineer nor Inspectors 
who last examined the bridge were avail- 
able to give evidence but it seems from 
the Chief Inspector’s statement that the 
1944 and 1948 inspections were cursorily 
carried out. The 1946 special one appears 
to have been more thorough but it is sur- 
prising, not to say disturbing, that the 
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corrosion was not noticed; most of the 
straps must have been reduced to paper 
thickness, or may even have been wasted 
away. It can only be concluded that the 
inspector did not remove the soot and dirt 
from the bottom booms. The sections 
above the flooring had been little affected 
and the chargeman cannot be blamed for 
failing to observe their dangerous condi- 


tion, a responsibility resting on the 
inspector. 
By 1948 the corrosion would have 


become worse, but this time there was a 
newly appointed inspector with little ex- 
perience of this work who had received no 
training for it. He may well have rushed 
the inspection on account of the double 
programme to be completed that vear. The 
Chief Inspector had little knowledge of the 
design and strength of bridges and ad- 
mitted that he did not give any instruc- 
tions to his inspectors about bridge 
examination. He could not, however, be 
unduly criticised since he received no guid- 
ance on this important subject. The failure 
to notice the serious state of the bridge 
was not an isolated case, as is shown by 
the condition of a similar bridge at Old- 
ham, which re-inforces the conclusion that 
not enough attention was paid to bridge 
inspections in the Blackburn Division, 
where insufficiently trained staff were 
allowed to carry out this work under an 
inspector who appeared to know so little 
about the subject. 


Remarks 

The regulations for the examination of 
structures had, in the London Midland 
Region, been revised before this accident 
and specially trained bridge examiners 
appointed. Unfortunately the one in the 
Blackburn District had only just taken up 
duty. These men have recently been given 
a further course of instruction during 
which the lessons of this failure were em- 
phasised. Full particulars of it were sent 
to all District Engineers and all timber 
footbridges of similar design were specially 
examined. A complete code of new prac- 
pe will be issued shortly. Brigadier 

Langley was informed that an engineer in 
each district will be responsible for super- 
vising the work of the bridge examiners. 
These arrangements should ensure that 
such a serious lapse will not happen again. 
The new 3 years’ inspection cycle should 
suffice in the great majority of cases, so 
long as inspections are thorough and 
normally inaccessible parts are not over- 
looked. It is the engineer’s responsibility 
to ensure that this is done and see that 
more frequent inspections are made when 
necessary. This is one of his most im- 
portant duties. The designer should pay 
particular attention to accessibility, 
especially of joints and those places where 
deterioration may be dangerous. 

Many railway structures are getting old; 
some have existed for 100 years. There 
is no reason on this account to doubt their 
safety, generally assured throughout the 
years by careful and regular examination 
and prompt execution of repairs. Few 
failures have occurred. The only other 
Ministerial Inquiry during the last 50 years 
was that held on the collapse of Charing 
Cross Station roof on December 5, 1905; 
a part of the roof of Sheffield Victoria 
Station fell on September 24, 1951. The 
first failure was due to a hidden flaw in a 
tie-bar, the second to a concealed fracture 
in a casting. Neither could be seen in the 
course of normal inspection. This is evi- 
dence of the care which has been paid in 
the past to this vitally important work and 
there is every reason to expect it will be 
meticulously carried out in future. 
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Improved Facilities at Aberdeen 
Goods Terminals 


Plans have been announced by the 
Scottish Region for the co-ordination of 
tratfic working at the Guild Street and 
Waterloo goods depots in Aberdeen, and 
for the modernisation of goods terminal 
facilities at the Guild Street depot. 

In order to co-ordinate the traffic work- 
ing at Guild Street and Waterloo, it is 
intended to concentrate at Guild Street all 
sundry goods traffic in less than full wagon 
loads consigned to one trader. Certain 
full wagon load traffic that has been dealt 
with at “Waterloo will be diverted to Guild 
Street and, conversely, wagon loads of 
returned empty fish boxes tor Aberdeen 
and stations north thereof will be handled 
at Waterloo. Full load traffic such as 
sulphuric acid in tank wagons, fertilisers, 
and timber, handled and carted by senders 
or consignees, will also be dealt with at 
Waterloo. 


Conveyor System 

A 3-ft. wice slat conveyor, approxi- 
mately 297 ft. long, running between two 
wagon discharging roads, is part of the 
modern equipment to be installed at the 
Guild Street depot. Sundry goods traffic 
will be discharged from the railway wagons 
on to the conveyor—the first of its kind 
to be operated in Scotland—taken to the 
point where the cartage vehicles are 
parked on each side of the conveyor, and 
loaded direct. Empty rail wagons will be 
withdrawn and replaced by capstan. An 
electric overnead crane will span the whole 
of the received or inwards traffic section 
of the shed for the easy and rapid move- 
ment of heavy packages. 

Traffic for despatch from Guild Street 
will be dealt with direct from incoming 
cartage vehicles to wagons placed within 


the shed. A 25-cwt. mobile crane is being 
provided to handle heavy articles being 
placed direct into wagons. During the 


installation of the mechanised and other 
equipment, which involves major altera- 
tions to the construction of the depot, 
traders will continue to receive normal 
services. 

The development of the new working 
methods and the changeover to mechanical 
equipment at Guild Street will take some 
time to complete. When in full operation 
the scheme will be of great convenience 
to traders; it will mean much less man- 
handling, minimise the possibility of 
damage and breakage, and speed traffic 
movements. The contract for the 
structural alterations at Guild Street has 
been awarded to Donald C. Stewart 
Limited, Bon Accord, Aberdeen. 


FUTURE OF MANCHURIAN RAILWays.—At 
the Chinese-Soviet conference in Moscow 
two of the main subjects to be discussed are 
expected to be the return to full Chinese 
control of Port Arthur and Dairen and 
the Changchun Railway in Manchuria. 
Under the terms of the Sino-Russian 
Treaty of 1950, the Manchurian railways 
are to be transferred to China by the end 
of 1952. 


CHARGES FOR AIRLINE COACH TRANSPORT.— 
In accordance with an agreement of the 
International Air Transport Association, all 
principal airlines operating between Great 
Britain and Europe will introduce charges 
for road transport in airline coaches 
between airports and air terminals as from 
October 1. Charges will include pas- 
sengers’ luggage and will vary according to 
distance. 
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British Railways Winter Services 
Facilities for business travellers on 
main-line and cross-country routes 


Winter train services on British Railways 
will operate from September 15 until June 
7 next year. The weekly mileage to be 
run (3,811,646) will be about the same as 
last winter, but it is being used to better 
advantage. Redundant and unremunera- 
tive services have been taken out and new 
and improved services introduced. 

The main features of the service will be 
the running of new expresses timed to 
leave early in the morning so as to enable 
businessmen to make more distant appoint- 
ments and yet return home the same even- 
ing. Over 60 trains are being accelerated 
by from 10 to 61 min. compared with last 
winter; there is an increase in the number 
of reserved seat trains and refreshment car 
services. 

Four new expresses, put on specially for 
businessmen, are to be run on Mondays to 
Fridays inclusive. These will be reserved 
seat trains and will carry refreshment cars. 
The new trains will leave Euston at 8 a.m. 
for Liverpool and Manchester (calling at 
Watford and Crewe); Kings Cross at 8 a.m. 
for Doncaster, Leeds, and Bradford (calling 
at Hitchin); Manchester London Road at 
8 a.m. for London (giving better connec- 
tion from Liverpool), and an evening train 
from the West Riding to London. The 
8 a.m. train from Kings Cross and the 
evening train from the West Riding will 
run non-stop between Hitchin and Don- 
caster (124 miles) at an average speed of 
583} m.p.h. The morning train from 
Euston will reach both Manchester and 
Liverpool at 11.58 a.m, On the Eastern 
Region the new morning service will 
arrive at Leeds at 11.31 a.m. 

Summer express services between Bir- 
mingham and Ely, Sheffield and Cardiff, 
and Cardiff and Newcastle, are being re- 
tained in the winter service for the con- 
venience of businessmen making cross- 
country journeys. Eleven main-line trains 
are to be retimed to meet the convenience 
of the public and 63 other services acceler- 
ated by from 10 to 61 min. over last win- 
ter’s timings by the retention of improve- 
ments made this summer. The principle 
of standard time departures has been fur- 
ther extended as between Barnsley and 
Sheffield. It now applies to many services 
throughout the country including London- 
South Coast, London-Birmingham, London- 
Clacton, Bradford-Liverpool, and South- 
port-Manchester. 
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More Refreshment Cars 

Refreshment car services will be in- 
creased from 2,858 a week last year to 
3,078 a week this winter. The number of 
trains on which reserved seats will be 
available will be increased by 70 over last 
year to 3,927 each week. From the Lon- 
don termini about 80 per cent. of all long- 
distance trains will have bookable seats. 
Sleeping cars will be provided on 379 ser- 
vices each week as-compared with 372 last 
winter and 359 before the war. The winter 
train service will cover the Coronation date, 
for which additional services and facilities 
are now being worked out. 

British Railways will begin the winter 
passenger and peak freight movement with 
three weeks’ stock of coal in hand—one 
week’s supply more than last winter. 
Permanent way is in better condition. 
Arrears of maintenance are being overtaken 
and speed restrictions are down in number 
from 230 last autumn to about 160 at pre- 


sent. All the arrangements with trade and 
industry, and the committees set up last 
winter to meet any emergency, are being 
maintained. 


Welcome for London Transport 
Touring Buses 

On August 20 the three London Trans- 

port buses that have been touring. the 

United States and Canada as part of the 

“Come to Britain” campaign of the 


British Travel & Holidays Association, 
were the centre of a “welcome home 
ceremony on Horse Guards Parade, 


London. The buses and their crews were 
greeted by the Minister of Transport, Mr. 
A. T. Lennox-Boyd, who presented a 
plaque that is tc be placed in one of the 
buses. 

Lord Latham, Chairman of the London 
Transport Executive, thanked the Minister 
for attending the ceremony and for the 
presentation. London Transport, he said. 
was proud of its men who had taken the 
three buses over 12,000 miles in the United 
States and Canada without mishap. and 
without being held up by a single mechani- 
cal failure or puncture. They had earned 
a fine reputation and had added to the 
world-wide renown of London Transport 
and of its staff—the 100,000 men and 
women of Britain who day in and day out 
served the London public 

The buses went through a really gruel- 
ling test; at times they cruised at 45 to 50 
m.p.h. through deserts at high summer 
temperatures, and at other times at 9,000 
ft. above sea level in the Rocky Mountains 
between snow drifts 7 ft. high. The way 
the vehicles, which were standard “ R.T.” 
buses, stood up to this exacting test and the 
general praise of their comfort and appear- 
ance wherever they went were a great credit 
to the British manufacturers who built 
them, and to British engineering skill 
generally. 





Train indicator and platform signs in subway at Finsbury Park 


August 29, 1952 


Now the tour was ended, but its fruits 
in the promotion of goodwill and under- 
standing between the people of North 
America and Great Britain would grow and 
multiply. The service bus was to go 
straight into service again on the London 
No. 11 route, and the crews would depart 
for a well-earned rest. On behalf of Lon- 
don Transport he said “ Well done!” to the 
crew and to Mr. A. McLean and Mr. C. W, 
Price of the British Travel & Holidays 
Association, who had conducted the US, 
and Canadian sections of the tour respec- 
tively. 

The buses were accompanied on their 
tour by a mobile servicing unit supplied by 
Leyland Motors Limited. Ancillary light- 
ing in the exhibition bus came from a gene- 
rator van supplied by the Ford Motor 
Company, for which the dynamos and con- 
tro] panels were loaned by C.A.V. Limited. 
Headlamps and foglamps on the _ buses 
were made specially by C.A.V. to meet 
American requirements. The No. 11 bus 
used for carrying passengers was fitted 
with the C.A.V. Pilot Injection equipment 
which is being successfully applied to 
engines for passenger transport vehicles 
and is now fitted to London Transport 
Green Line Coaches, 


New Direction Signs at 
Finsbury Park 


At Finsbury Park Station the Eastern 
Region has installed mew signs in 
accordance with the standards laid down 
by the Railway Executive. In both upper 
and lower subways, illuminated direction 
signs to the platforms have been fitted. 
New signs directing passengers from the 
upper subway to London Transport trains 
are also provided. 

Illuminated platform number signs have 
been installed on all platforms. These 
signs are four-sided, each side measuring 
1 ft. 6 in. square, and are clearly visible 
along and across the platforms. Direction 
signs and door plates on the platform 
buildings are now of the Eroline type of 
frameless sign. Outside the temporary 
entrance to the station, new enamel plate 
signs directing to trains have been fixed. 
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At the same time, the train indicator for 
platforms 5 and 6 has been fitted with strip 
lighting and amber duplex glazed slides 
with improved lettering, and the indicators 
on platforms 7 and 10 are to be treated in 
a similar manner. 


Staff & Labour Matters 


Industrial Court Award, No, 2398: 
Railway Shopmen 

The Industrial Court under the chair- 
manship of Sir John Forster has pub- 
lished its award (No. 2398) in connection 
with a claim of the Employees’ Side of the 
Railway Shopmen’s National Council that 
the guaranteed day and week agreement 
for Railway Workshop staff shall be 
amended to provide for the guaranteed 
day and week to apply to every week of the 
year; for time worked on all bank and 
public holidays to be paid for at addi- 
tional half-rate (except Christmas Day 
and Good Friday in England and Wales 
and the comparable days in Scotland for 
which double time rate shall continue to 
apply), and for a day’s leave with pay in 
respect of each bank and public holiday 
worked. 

The claim was referred to the Industrial 
Court for settlement in accordance with 
the provisions of the Industrial Courts Act, 
i919, the Parties (the Employees’ and 
Employers’ Sides respectively of the Rail- 
way Shopmen’s National Council) being 
heard in London on July 22. 

At the present time the closing of works 
at holiday times is restricted to the two 
weeks’ annual holiday plus a maximum of 
seven specified bank and public holidays 
in places with a six-day working week, 
and a maximum of six days where there 
is normally a five-day week (Monday 
Friday). In effect the number of days to 
which the guarantee does not apply is 
virtually four or sometimes five. 

Staff whose normal work is suspended 
on bank and public holidays but who are 
brought in to work, are paid at the ordinary 
day rate-and-a-half for certain specified 
holidays up to a maximum of six days 
and at double ordinary day rate for Good 
Friday and Christmas Day. Other staff 
whose normal work is not suspended on 
bank and public holidays are paid at the 
rate of time-and-a-half for Easter Monday, 
Whit Monday, August Bank Holiday, and 
Boxing Day, and at the rate of double 
time for Good Friday and Christmas Day 
or comparable days in Scotland. 

Workshop staff whose normal work is 
suspended on bank and public holidays 
are paid for two of the bank and public 
holidays in each year. Staff whose work 
normally cannot be suspended are granted 
leave with pay in lieu on two other days 
it they cannot be released for two of the 
bank and public holidays. 

The Court found that the claim had not 
been established and awarded accordingly. 


Engineers’ Wage Claim 
The Negotiating Committee of the 
Federation of Engineering Employers gave 
a flat refusal to leaders of the Confedera- 
tion of Shipbuilding and Engineering 
Unions when they met on August 22 to 
hear the representations of the employees 


on their claim for an increase of £2 a 
week. ; 
For the employers, Sir Alexander 


Ramsay said that the claim was unjustified 
and against the national interest because 
any wage advance must increase costs. 
These costs could only be passed on to 
the consumer and so raise the cost of living 
and the cost of exports. The recent rise 
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in the cost of living had been substantially 
met by income tax reliefs and higher family 
allowances. 

[he union representations are to be re- 
ported to the full management board of 
the Employers’ Federation after which the 
board’s official answer will be given to the 
men. The reply will be considered by the 
C.S.E.U. Executive on August 31, and a 
meeting of all the executives of the unions 


affiliated to the C.S.E.U. will later take 
place in York on September 10. 
Contracts & Tenders 

The following contracts have been 
placed by British Railways, London Mid- 
land Region :— 

The Demolition & Construction Co. Ltd., 
S.W.1 : demolition of portions of platform 


roofing and stripping of roof coverings over 
platforms nos. 4 and 5 (stage 2) at Preston 
Station. 

Leonard Fairclough Limited, Adlington, 
Lancs. : supply and delivery only of rein- 
forced concrete units for bridgeworks: drain- 
age and formation works on the Banbury branch. 

Robert Batey & Co. Ltd., Carlisle: construc- 
tion of eight platelayers cabins on the Lancaster 
and Carlisle line. 

J. Arundel & Co. (Louth) Ltd., Louth : 
labour only for the cleaning and painting of the 
bridges from Chiltern Green Station to Bedford. 

The Butterley Co. Ltd., Butterley, near 
Derby : fabrication of steelwork for the 
reconstruction of Bridge no. 151, under the 
down line, Baswick Viaduct, Trent Valley Line. 


Donald C. Stewart Limited, Aberdeen, 
has received a contract from British Rail- 
ways, Scottish Region, for structural 
alterations at Guild Street Goods Depot, 
Aberdeen. 


Robert Hyde & Son, Limited, has re- 
ceived a further order for Athermos type 
axleboxes from the Vulcan Foundry 
Limited, for Co-Co electric locomotives 
for the Spanish Railways. 


OVERSEAS TRADE: JANUARY-JUNE 1952.— 
Board of Trade statistics for the first half 
of the current year show an excess of im- 
ports (c.i.f.) over exports and re-exports 
(f.0.b.) at a rate of £78 million a month, 
£22 million a month less than in 1951; of 
this reduction, over £19 million was in 
trade with the non-sterling area. The value 
of total exports to the sterling area in- 
creased last year to a peak in the first 
quarter of this year, 31 per cent. above 
the average for the first half of 1951, but 
the restriction of imports by some 
Commonwealth countries reduced the rate 
of export in the second quarter to only 
one per cent. more than in the first half 
of 1951. The value of exports and re- 
exports to non-sterling countries shows less 
fluctuation; a decline during the later 
months of 1951 was followed by an im- 
provement this year, the rate of export 
in the first half year being 7 per cent. more 
than in the year 1951. In trade with the 
non-sterling area, increased exports of 
metals and engineering products, only 
partly offset by lower exports of textiles, 
accounted for the increase of £3-6 million 
a month (3 per cent.) in the value of United 
Kingdom exports during January-June 
compared with 1951. There was a fairly 
general increase in exports of machinery. 
Exports of metals and engineering products 
to the sterling area in the first half of 1952 
were £8-7 million a month (17 per cent.) 
more than in 1951, though in the second 
quarter the monthly average was only £2°4 
million higher. 
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Notes and News 


Passenger Traffic Developments in Italy.— 
The paragraph, * Passenger traffic develop- 
ments,” on page 205 of our August 22 
issue, was inadvertently included under the 
heading of “ Denmark ” instead of that of 
“ Italy,” to which country it related, 


Steam Locomotion.—With reference to the 
book eniitled “Steam Locomotion,” by 
Mr. E. C. Poultney, which was reviewed 
in our August I5 issue, we are advised that 
the full cash price is 76s., and not as stated. 
The instalment price is 80s. (10s. on 
delivery and 10s. monthly). 


Pan American Railway Congress.—The 
eighth Pan American Railway Congress 
will be held from June 12 to June 25, 
1953, at Washington and Atlantic City. 
The Executive Secretary of the Organising 
Committee is at 803, Transportation Buiid- 
ing, Washington 6, D.C., U.S.A. 


British Railways Coal, Iron, and Steel 
Carryings. — British Railways carried 
186.359 tons of iron and steel during the 
week ended August 16, the highest figure 
for five weeks. Coal cleared by rail during 
ihe week ended 6 a.m. on August 25 
amounted to 2,900,680 tons, over 100,000 
tons more than the previous week. 


New South Wales Railways Dismiss Staff. 
—It was announced by the New South 
Wales Railways on August 22 that about 
1,000 men would be dismissed in the 
following week. The action is because of 
mounting losses and it follows a warning 
by the Premier to transport officials that 
drastic economies had to be made 
immediately. 


Travel in Western Germany.—Information 
on travel in the Federal Republic of 
Germany, including currency regulations 
and particulars of railway, air, and inland 
water services, with some data on the 
economic recovery of the country, is dis- 
tributed by the German Tourist Informa- 
tion Bureau, 6, Vigo Street, Regent Street, 
London, W.1. The bureau is maintained 
by the Deutsche Zentrale fiir Fremden- 
verkehr (German Central Tourist Associa- 
tion). 


Classes in Transport Subjects—The City 
of London College, Moorgate, E.C.2, has 
issued a timetable of evening classes in 
transport subjects to be held during the 
1952-53 session, which opens on September 
22. The syllabus is in preparation for the 
examinations of the Institute of Transport 
at the graduateship stage. Any students 
interested in transport, but not necessarily 
wishing to sit for the examinations, will 
be welcomed. Enrolment may be made on 
September 15 (last session’s students only), 
16, and 17, from 5 p.m. to 8 p.m. each 
evening. e 


Welding. Engineers’ and Supervisors’ 
Instruction Course.—Besides the courses 
for welding operators and for designers 
and draughtsmen mentioned in our issue of 
August 22, the Quasi-Are Co. Ltd., of 
Bilston, Staffordshire, conducts three-week 
courses for welding engineers, supervisors, 
inspectors, and foremen. About half the 
time is allotted to technical and theoretical 
work and half to practical welding. The 
lectures and demonstrations include: 
establishing welding procedures, electrode 
design, weldability, radiographic examina- 
tion of welds, distortion and _ residual 
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stresses, duties of welding inspectors and 
supervisors, and the economics of arc 
welding. Local accommodation is 
arranged near the Bilston Works. The 
next three weeks’ course begins on October 
27. Application for enrolment should be 
sent to the Quasi-Are Co. Ltd., Bilston, 
Staffordshire, or Bridgewater House, Cleve- 
land Row, St. James’s, London, S.W.1. 


Brazilian Imports of Railway Materials.— 
In 1951 Brazil imported 5,971 tons of rails 
and accessories, 5,240 tons of !ocomotives 
and parts, 3,568 tons of wagons and 5,038 
tons of accessories. The corresponding 
figures for 1950 were 5,610, 1,704, 1,211 
and 5,288. Imports of coal amounted to 
1,005,371 tons, compared with 1,082,722 
tons in 1950. : 


Cooling Fans at Indian Locomotive Works. 
—Thirty-six Aerofoil man cooler fans. 
manufactured by Woods of Colchester 
Limited, have recently been delivered to 
the Tata Locomotive & Engineering Co. 
Ltd., Tatanagar, India. They are mainly 
used in one of the machine bays at the 
Telco Works, Tatanagar, to provide 
effective cooling for the men working 
there. Compact in size, and light in 
weight, the fans are easily moved from 
place to place, and discharge a powerful 
air stream over substantial distances. They 
give an air velocity of 250 ft. per min. 
at distances up to 60 ft. away, 500 ft. 
per min, at distances up to 30 ft., and 
higher velocities, up to 2,000 ft. per min., 
at shorter distances. Because of the 
length of air travel the fans can be placed 
well clear of workers in positions where 
they will not obstruct operations. The 
fans are carried in tubular steel cradles 
which stand steadily on rough surfaces. 
The motors are totally enclosed and suit- 
able for ambient air temperatures averag- 
ing 105° F. with peak temperatures up to 
120° F. An ironclad switch is provided 
on the fan casing. 


Illuminated Sign for Night Ferry Service. 
—A “Night Ferry” illuminated sign has 
been erected on an open steel skeleton 
framework over platforms 1 and 2 at 
Victoria Station, with the words in mid- 
night blue tubing, and a yellow moon 
between “ Night” and “ Ferry.” The sign 
is switched on half an hour before the 
arrival and departure of the “ Night Ferry ” 
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train daily, but the numerals can be illu- 
minated and left on independently of the 
main sign. The sign, supplied by Claude- 
General Neon Lights Limited, is clearly 
visible from the concourse and serves both 
as a direction indicator for travellers and 
as publicity for the “ Night Ferry ” service. 


Fare Reductions by Channel Air Ferries.— 
Silver City Airways has announced that 
fares for motorcars and passengers on its 
cross-Channel ferries will be reduced sub- 
stantially when new winter rates are intro- 
duced on September 15. The cost of 
sending a small motorcar by air from 
Lympne to Le Touquet will be cut from 
£16 to £8. Proportionate reductions in 
vehicle fares will apply to Silver City Air- 
ways’ longer Southampton-Cherbourg 
route. Passenger fares are to be 35s. 
instead of 45s. on the Le Touquet service 
and 57s. 6d. instead of 75s. on the 
Cherbourg route. 


Murex Limited.—In the year ended April 
30, trading profits of Murex Limited, at 
£1,804,189, were only £56,000 below the 
record figure of the preceding year. 
Business has expanded progressively over 
the past 15 years, and the directors recom- 
mend an increase of 2} per cent. in the 
ordinary dividend, bringing it up to 15 
per cent. It is pointed out in the Chair- 
man’s statement accompanying the report 
and accounts that expanding business and 
rising costs have added more than 
£1,500,000 to working capital requirements, 
and the board recommends stockholders 
at the annual meeting on September 17 
to pass a_ resolution increasing the 
authorised capital by £1,800,000 to 
£4,450,000. 


Tourist Traffic in July—The record influx 
of visitors from the U.S.A. continued 
during July. Latest statistics issued by the 
British Travel & Holidays Association 
show that tourist arrivals from the United 
States totalled 32,255 for the month—an 
increase of 43 per cent. compared with 
July 1951. This follows the record 
increase of 46 per cent. in American traffic 
reported for June and brings the total of 
American visitors for the first seven 
months of the year to 98,472, 33 per 
cent. more than for the same period of 
1951. Tourist arrivals from all sources 
during July are estimated at 131,500. This 
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is an overall increase for the month, com- 
pared with July last year, of 5 per cent, 
There has been a decrease in arrivals from 
European and “ other foreign ” countries, 
the volume of European traffic last year 
having been stimulated by the Festiva! of 
Britain to a greater extent than that from 
America, 


Brazil-United States Commission,—-| he 
loans authorised so far to finance imports 
of railway materials, under projects reccm- 
mended by the Brazil-United States Com- 
mission, have been made by the Export- 
Import Bank. At the end of June a Wash- 
ington telegram announced that the 
International Bank for Reconstruction & 
Development had approved a loan in 
foreign currencies, equivalent to US, 
$12,500,000, to facilitate the import of 
urgently needed equipment. Furthe 
advances, to a total of U.S. $40,000,000, 
are now under consideration. 


N.E. Region Station Gardens Excursion.— 
There was unexpectedly heavy public 
response to a trial scenic gardens excursion 
run from Newcastle on August 24 on a 
circular tour of many Northumberland 
stations entered in the North Eastern 
Region station gardens competition. By 
9.30 a.m. on the previous day the two 
trains were completely booked, and 550 
passengers were taken on a 104-mile tour 
of Northumberland, with 8-minute stops 
at stations. Light refreshments were served 
on both trains. The North Eastern Region 
station gardens competition has 205 entries, 
of which 51 are in the Northumberland 
area. 


Licences for Australian Dollar Imports. 
A Reuter’s message from Sydney states 
that the Australian Trade & Customs 
Department has begun the issue of licences 
for North American goods under the $50 
million loan to Australia of the Inter- 
national Bank. Licences will be issued 
only for essential goods not available from 
other than dollar sources. Under the head- 
ing of railway equipment they comprise 
diesel-electric locomotives and other rol- 
ling stock and parts, machine tools for 
railway workshops, rail maintenance 
machines and other similar equipment, and 
equipment for the construction of new 
tracks. Road transport equipment com- 
prises industrial tractors, earthmoving 
equipment, graders, spreaders, heavy road 
transport vehicles, and components for the 
assembly of heavy road vehicles. 


Opening of Bridge & Structural Engineer- 
ing Congress.—Lord Woolton. Lord Presi- 
dent of the Council, opened on August 25 
the fourth Congress of the International 
Association for Bridge & Structural En- 
gineering at Cambridge. The Congress was 
referred to in our August 22 issue. Lord 
Woolton said that a new attitude of mind, 
hostile to waste of material or labour and 
intolerant of waste of knowledge, had to 
be developed. During the lifetime of most 
delegates to the Congress the nations of 
the world had expended in war the 
treasures stored by generations. The means 
of restoration would come through the 
application of scientific knowledge to the 
processes of manufacturing and construc- 
tional industries. We were at the begin- 
ning of a new era which might revolu- 
tionise the industrial processes of the world. 
and, in doing so, restore and enhance the 
standard of living. Lord Woolton hoped 
that in this country we should encourage 
the application of scientific thought and 
practice to industrial life through the de- 
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engagement of persons answering Situations 
Vacant advertisements must made through a 
Local Office of the Ministry of Labour or a 
Scheduled Employment Agency if the applicant is a 
man aged 18-64 inclusive or a woman aged 18-59 
inclusive unless he or she, or the employment, is 
excepted from the provisions of the Notification of 


The 


Vacancies Order, 1952. 

W ANTED ** Diesel Railway Traction,’’ May 19, 
June 16, December 29, 1933; February 23, 

September 7, October 5, December 28, 1934; April 


Good prices offered. Write 


35; il 17, 1936. 
19, 1935; AP 33, Tothill Strect, 


Box 534, The Railway Gazette, 
London, S W.1. 
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OFFICIAL NOTICES 


F OR SALE. Hangar (all steel) 113 ft. clear span 
x 135 ft. long x 25 ft. clear height at eaves, 
rising to 35 ft. clear at apex. Doors each end (gable 
optional). Steel Building 111 ft. 6 in. span over 
frames (101 ft. 4 im. clear) by 216 ft. long by 16 ft. 
(extensible to 26 ft.} to eaves. Large doors in sides 
or ends as required. Hangar (all steel) 80 ft. clear 
span 144 ft. long x 22 ft. clear height at eaves, 
rising 32 ft. at apex. Doors one end. Steel building 
80 ft. clear span x 144 ft. long x 22 ft. clear height 
at eaves. Large sliding doors i Curved 
steel building 35 ft. span x 17 ft. 6 in. high at 
apex. Up to 600 ft. long (low price).—BELLMAN 
HanGarS Ltp., Terminal House, London, S.W.1. 
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ESTIMATORS required, preferably with locomo- 
tive experience. Apply, giving age, experience 


and salary required, to Assistant Secretary, W. G. 
BaGNALL LiMiTED, Castle Engine Works, Stafford. 


N- E.R. HISTORY.—Twenty-Five Years of the 

North Eastern Railway, 1898-1922. By R. Bell, 
C.B.E., Assistant General Manager, N.E.R. and 
L.N.ER. Companies, 1922-1943. Full cloth. Cr, 
8vo. 87 pages. 10s. 6d.—The Railway Gazette, 
33, Tothill Street, London, S.W.1. 





BOUND VOLUMES.—We can arrange for readers’ 

_ ,copies to be bound in full cloth at a charge 
of 25s. per volume, post free. Send your copies to 
the SUBSCRIPTION DEPARTMENT, Tothill Press Limited, 
33, Tothill Street, London, S.W.1. 











velopment of colleges or institutes of 
technology which would have university 
standing. 


Conveyance of Cycles by Train.—On 
August 23 the first luggage van equipped 
with the new hook suspension system for 
passengers’ bicycles left Euston on the 
10.30 a.m. Liverpool express of the L.M.R. 


(“The Manxman”). Vans of the new 
standard passenger stock are being 


equipped with these rubber-covered hooks, 
which hang from a roof rail and engage 
with the front wheel of a cycle so that 
it is suspended vertically, with its wheels 
in contact with the van sides to prevent 
swaying. Alternate hooks are long and 
short so that the handlebars of adjacent 
cycles do not clash. 


“Down Your Way ” Recorded on “ Enter- 
prise * Express——On Sunday. August 31, 
the B.B.C. “Down Your Way” pro- 
gramme will reproduce recordings of ten 
interviews made on August 20 on the 
10.30 a.m. “Enterprise” express of the 
Great Northern Railway (Ireland) from 
Belfast to Cork. Mr. George Howden, 
General Manager of the Great Northern 
Railway and of the Irish Transport Com- 
pany (C.LE.) will be heard giving a short 
survey of the problems facing both under- 
takings, and others featured in the inter- 
views include a Belfast Customs Officer, 
two passengers, a catering superintendent, 
a dining car steward, the drivers and fire- 
men, the stationmaster at Amiens Street, 
Dublin, and a representative of the C.LE. 
publicity staff. Some of those concerned in 
the broadcast are seen in the accompanying 
group taken at Great Victoria Street 
Station, Belfast, before the departure of the 
train. From left to right they are:— 


Messrs. W. A. Ryan, G.N.R. (I) Publicity 
Department; J. Finucane, Assistant Operating 
Superintendent, C.I.E.; J. C. Bailie, Operating 
Superintendent, G.N.R.(I);  C. CC. Freer, 
Northern Ireland B.B.C.; Richard Dimbleby, 
B.B.C.; Miss May Halton, Catering Super- 
visor, G.N.R.(I);\ Messrs. G. B. Howden, 
General Manager, G.N.R.(I) and C.I.E.; W. 
Tulloch, Northern Ireland B.B.C.; A. Phillips, 
B.B.C. (‘Down Your Way” Producer); F. 
Finn, Press Officer, C.I.E.; and A. M. 
Beaton, Advertising & Publicity Superintendent, 
G.N.R.(D. 


N.E. Region Branch Service Withdrawals. 
—British Railways announces that as the 
Ordinary passenger train services on the 
Morpeth-Rothbury, and Morpeth-Reeds- 
mouth branch lines are being run at a 
considerable loss, it is necessary to with- 
draw them on and from Monday, 
September 15. The stations affected by 
this withdrawal are: Meldon, Angerton, 
Middleton North, Scotsgap, Longwitton, 
Ewesley, Fontburn, Brinkburn, Rothbury, 
Knowesgate, and Woodburn. The pas- 
Senger trains from Morpeth and Reeds- 


mouth serving these stations will cease to 
run, and on the same date the motive 
power depots at Rothbury and Reedsmouth 
will be closed. Parcels traffic will continue 


to be accepted at Rothbury, Scotsgap, 
Meldon, Knowesgate, and Woodburn. 


Collection and delivery by British Rail- 
ways motors will continue to operate in 
the whole of the area. Freight traffic will 
be dealt with as formerly. Alternative bus 
services are operated in the whole of the 
neighbourhood affected by United Auto- 
mobile Services Limited and other inde- 
pendent operators. 


Liverpooi Overhead Traffics.—In cach of 
the first two weeks of August, traffic 
receipts of the Liverpool Overhead Rail- 
way declined by £10 and £98 respectively; 
they increased by £41 in the week ended 
August 17 and by £76 in that ended August 
24. The total receipts for the year, at 
August 24, were £98,259, £6,420 more than 
those for the corresponding period last 
year. 


Lighting Units for Lofty Buildings——A 
new series of Holophane industrial trans- 
lucent units embodying prismatic reflectors, 
has been designed for factories, power 
stations, aircraft hangars, erection bays 
and other lofty interiors where it is desired 
to provide, by light control, a satisfactory 
degree of ceiling brightness without reduc- 
ing the illumination on the working plane. 
The fittings are made in both single and 
twin units, the former being designed for 
tungsten filament lamps, while the twin 
units employ both a mercury discharge and 


SS Sa 


Group at Great Victoria Street Station, Belfast, before departure of the “‘ Enterprise’ 


a filament lamp, which together’ provide a 
colour blending approaching that of day- 
light. Maximum ventilation is provided 
to ensure that the wiring is kept cool. 
Single-unit fittings may be mounted on 
chain or conduit, while twin fittings are 
usually supported on chain, for which 
suspension hooks are provided. 


Russia - Balkans Connections.—Reports 
from Eastern Europe suggest that Russia is 
extending the broad-gauge in its satellite 
countries. A Bulgarian newspaper recently 
announced a new railway schedule, and 
added that every Monday, Thursday, and 
Saturday train No. 202 from the Central 
Station, Sofia, would leave for Moscow 
with a direct sleeping car. 


Tubular Steel Lighting Columns.—Stewarts 
and Lloyds Limited will exhibit a selection 
of the company’s standard tubular steel 
streetlighting columns in the grounds at 
the rear of the Royal Hall, Harrogate, 
during the meeting of the Association of 
Public Lighting Engineers, from September 
16 to 19. The selection includes columns 
for Group A road lighting (25 ft. mount- 
ing height), and for Goup B road lighting 
(13 and 15 ft. mounting heights). All 
these columns meet the requirements of 
B.S.S. 1840: 1952, and the recommenda- 


tions of the Ministry of Transport Depart- 
mental Committee on Street Lighting. The 
designs have, in general, been approved by 
the Council of Industrial Design. Columns 
of the plain circular and fluted shaft types 
will be shown complete with a selection 
of up-to-date fluorescent, pendant, side- 
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express to Cork on which the “‘ Down Your Way” broadcast recordings were made 
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entry and top-mounting lanterns lent by 
the manufacturers for this display. The 


qualities of strength and sound practical 
design are combined in these columns with 
an overal! appearance of grace and 
simplicity. An added advantage is that 
they take up the minimum of footpath 
space. 


Campaign to Conserve Refreshment Room 
Cups.—A_ national campaign is _ being 
planned by the Hotels Executive to reduce 
loss and breakages of refreshment room 
cups, of which about 10,000 now have to 
be replaced daily, at a cost of over £95,000 
a year. Notices are being exhibited 
appealing to all station and catering staff 
to return cups to refreshment rooms or to 
place them in the wire baskets now being 
provided on platforms. Plans are in pre- 
paration for appeals to the travelling 
public aimed similarly at minimising 
wastage. The Executive does not propose 
to extend the use of waxed paper cups. 
which are not popular with travellers. 


U.N. Railway Training Centre for Asia. 

A United Nations 5-year training centre 
for railway operating and signalling per- 
sonnel from Asian countries is to be 
opened in about the middle of 1953. 
Exploratory steps towards this project, to 
be undertaken jointly by the United 
Nations Economic Commission for Asia 
and the Far East and the U.N. Technical 
Assistance Administration, were made by 
two U.N. officials during a recent visit to 
India and Pakistan, where possible facilities 
for the centre were examined and the 
Railway Staff College at Barda (India) and 
the Railway Training School at Lahore 
(Pakistan) were visited. Instructional stafi 
for the centre will be recruited by the 
United Nations from internationally- 
recognised railway experts, who will con- 
duct three three-month training courses a 
year. Courses will be attended by some 
30 signailing and operating officials from 
the region of South-East Asia and the Far 
East. It is expected that the centre will 
be in existence for three to five years. 


Forthcoming Meetings 
August 30 (Sat.).—Fourth Congress of the 


International Association for Bridge 
& Structural Engineering. Reception 
by H.M. Government at the Tate 
Gallery, Millbank, S.W.1, from 9 to 
10.30 p.m. 

Until September 5 (Fri.).—Fourth Con- 


gress of the International Association 
for Bridge & Structural Engineering. 
Second week: Visits from Imperial 
College Union, South Kensington, 
London. 

September 2 (Tue.).—Permanent Way In- 
stitution, Leeds Section, at the Leeds 
Church Institute, Albion Place, Leeds, 
1, at 7 p.m. Exhibition of railway 
films: ‘ Railway Transport,” “ East 
Anglia,” and “ Floods in the North.” 

September 7 (Sun.) to 13 (Sat.).—Inter- 
national Institute of Welding. Annual 
meeting, at Gothenburg, Sweden. 

September 8 (Mon.) and 9 (Tue.).—Per- 


manent Way Institution, London Sec- 
tion. Visits to Woodhead new tunnel 
works. 

September 12 (Fri.).—Railway Club, 57 
Fetter Lane, E.C.4, at 7 p.m. ‘ Three 
Ways to Hastings,” by Mr. H. A. 
Vallance. 

September 13 (Sat.).—Railway Students’ 
Association. River Thames Cruise— 


London Docks, leaving Tower Bridge 
at 2.30 p.m. 
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Railway Stock Market 


The main feature of stock markets has 


been further improvement in British 
Funds, which has contrasted with uncer- 
tainty in some other sections, though in- 
dustrial shares have been more active 


with the chief emphasis on engineering 
and kindred sections. As the latter will 
benefit from both rearmament and the 
export trade drive, it is assumed that 
most engineering companies have good 
prospects of maintaining their dividends; 
and on this basis there are still quite 
attractive yields on many shares at cur- 
rent prices. Apart from British Funds 
the volume of investment buying has been 
moderate. Investors and the — stock 
markets generally find it extremely diffi- 
cult to assess the industrial outlook. 

Now that controls and restrictions are 
being removed, and inflation is no longer 
predominant, financial results are likely to 
show much less uniformity than has been 
in evidence in recent years. In many re- 
spects industry is in a period of tran- 
sition from controls to a wider measure 
of freedom and prospects of individual 
companies will turn a good deal on ability 
to forecast the future, such as the trend 
of commodity and metal prices, and so on. 

There were few outstanding features 
among foreign rails where the main centre 
of activity remained in speculation in 


White Pass & Yukon common. shares 
which have advanced to 14 dollars with 
the convertible debentures up to £54. 


These debentures are attracting a good 
deal of attention as an interesting invest- 
ment-cum-speculation, because they are 
quite well covered as to interest payments, 
ind a rise in the common shares, into 
which they carry conversion rights, is of 
course reflected in the price of the deben- 
tures. 

Canadian Pacifics have remained steady 
around 64} dollars, at which there is a 
vield of 44 per cent. on the basis of last 


year’s dividend of 14 dollars per share. 
Canpacs” have been a_ much _§less 
dynamic market in recent months and 


have moved fairly closely with the general 
trend in dollar securities: but there is no 


doubt that they offer an attractive means 
for an investor to take an interest in 
Canadian prosperity and prospects. The 


market is not expecting any early increase 
in the dividend, but it is reasonable to 
assume that if prosperous conditions con- 
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tinue in the Dominion, “ Canpacs” will 
in due course go well over their current 
price. Looking a short way ahead, how- 
ever, it is quite possible that New York 
markets and dollar stocks generally wil] 
not display pronounced strength for the 
time being. There is a disposition to 
await the outcome of the U.S. Presidential 


election, which could bring a boom to 
New York markets in November. The 
yield of not far short of 54 per cent. on 
Canadian Pacific 4 per cent. debentures 


at their current price of 77 seems attrac- 
tive, bearing in mind their first class 
investment merits. 

Manila Railway debentures have been 
rather more active, following their recent 
moderate reaction. The “A” debentures 
were 81 and the “B” 69, while the pre- 
ference and ordinary shares changed hands 
around 2s, 44d. and 9s. respectively. 

United of Havana stocks were quiet 
again with the 5 per cent. debentures at 
14}. Antofagasta ordinary and preference 
were 12} and 574 respectively. Mexican 
Central “A” debentures held their rise 
to 75 accompanied by further talk of U.S. 
buying. Taltal shares were active, but at 
the time of writing have failed to show 
much recovery from their recent reaction, 
and are changing hands around 15s. 3d., 
while Nitrate Rails shares were 19s. 

Brazil Rail bonds were again quoted at 
63. San Paulo 10s. units remained de- 
pressed to Ils. 9d., though it is realised 
that, if eventually there is a satisfactory 
outcome to the company’s compensation 
claim, it could make the units worth twice 
their current market price. 

There were a number of dealings 
around Ils. 8d. in Russian railway bonds, 
speculation in which has tended to de- 
velop since the recent good improve- 
ment in Roumanian bonds. There is. of 
course, only a very limited market in Rus- 
sian bonds, and buyers run the risk of not 
being able to sell in the future. 

Among engineering shares Vickers were 
45s. 74d. Babcock & Wilcox 69s. 9d., 
Guest Keen higher at 52s. and T. W. 
Ward 7ls. Ruston & Hornsby were 
37s. 6d. and Tube Investments 54s. 9d. 

Birmingham Carriage were 32s. 34d., 
Hurst Nelson 48s., and North British 
Locomotive 15s. 9d. Vulcan Foundry 
were 22s. 6d., Gloucester Wagon 10s. 
shares 12s. 74d., Charles Roberts 5s. shares 
20s. 3d., Wagon Repairs 5s. shares 12s., 
and Beyer Peacock 27s. 9d. 


Traffic Table of Overseas and Foreign Railways 


Aggregate traffics to date 


Traffics for week 3 
Miles Week, or 3 
Railway open month Inc. ordec. © Toes! Increase or 
ended This year compared ro) 1951/52 decrease 
with 1950/51 Z 
a £ £ £ 
2 Antofagasta ; 800 15.8.52 139,050 +4 19,130 . 33 5,010,950 + 1,111,140 
© | Costa Rica es 281 July, 1952 c1,463,149 + 190,299 4 ¢1,463,149 + '¢190,299 
E | Dorada ee - 70 July, 1952 35,813 1,898 30 235,527 — i 15,944 
<7 inter. Cel. ‘Amer.. ‘ 794 June, 1952 $1,009,607 — $23,367 26 $6,944,168 + $12,517 
¢} Paraguay Cent. ... 274 15.8.52 G662,05!1 + G285,553 7 G3,435,974 4 GI,136,529 
re} Peru Corp. ... 1,050 July, 1952 $9,506,000 + $1,581,000 4 $9,506,000 + $1,581,000 
oe (Bolivian 66 July, 1952 Bs.16,387,000 + Bs.3,358,000 4 Bs.16,387,000 + Bs.3.358,000 
Section) 
S| salvador... ... ~=—« 100. May, ‘1952 c153,000 +  cI5,000 48  cl,899,000 + 32,000 
R Taltal ons = 122 July, 1952 $2,260,000 + $470,000 4 $2,260,000 + $470,000 
ao 
% J Canadian Nationalt 23,473 June, 1952 19,061,000 + 1,419,000 26 110,335,000 + 10,582,000 
§ ) Canadian Pacifict... 17,037 June, 1952 13,073,000 + 927,000 26 74,042,000 + 5,050,000 
UO 
Barsi Light* ase 167 July, 1952 44,155 — 11,670 17 124,140 — 29,610 
3 | Gold Coast ‘ 536 June, 1952 266,795 + 19,579 12 918,158 + 112,909 
2 Mid. of W. Australia 277 June, 1952 52,966 + 9,338 52 690,910 + 193,202 
| South Africa 13,398 19.7.52 1,884,833 13,056 16 31,064,370 + 1,309,299 
> | Victoria 4,744 Apr., 1952 2,010,674 + 217,273 43 — — 


* Receipts are calculated at Is. 6d. to the rupee 


+ Calculated at $3 to £1 





